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Quick Accurate Information 

B. J. 

AT YOUR FINGERTIPS on 

418 | 

Ck 

Every day there are occasions when you need a “ 
quick answer to some problem of shipping through 
the Southwest. It may mean a matter of dollars 
and cents to have that information instantly at 
hand. Get on the mailing list and get these im- 
portant publications regularly. You’ll get up-to- 

the-minute data on rates, dates and schedules and — 


other important information that will help you to 
plan your shipping intelligently. 
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DEC 


SEND FOR THEM! 


DIRECTOR OF THE PORT 
Fifth Floor, Courthouse 
HOUSTON, TEX. 


Speed Products to Advantageous Markets 


from this STRATEG | C 
Here, in almost the exact center of | © C AT : O N 
the country, equidistant from both 


seaboards and from both Canada 
and the Gulf, you can store your 









products in transit. 

In modern, fireproof warehouse 
buildings with every facility for 
proper handling and storage, your 
consignment will await your in- 
structions for forwarding at a mo- 
ment’s notice to any destination. 
Location on the St. Joseph Belt 


TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 





Railway affords immediate switch- 
ing to all trunk lines—without 
charge. Thus you will be in posi- 
tion to quickly benefit from advan- 
tageous changes in markets or other 
conditions. 

Write for full particulars of this 
simple, reliable ‘‘in transit’’ service. 


South St. Joseph, Missouri 


Herschman, President 
Meeker, Secretary 


Published weekly by THE Trarric Service Corp., 418 S. 
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THE 


PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


| 
| 
| 


De 
O& 
s 
a 
= 
& 
4 
5 
a 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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“GET it through—quickly!” 


This, in brief, is the premise upon which every Soo Line 
employee bases his actions in dealing with the freight of our clients. 


Now, as you read this, out in a small wayside town in North 
Dakota, for instance, a Soo Line employee has perhaps just tele- 
phoned his wife that he’ll be late for dinner: his attention is needed 
at the station a while longer to clear the way freight. 


“Get it through—quickly!” Through the years we have built a 
freight service which has come to be considered the standard of 
excellence. 


Today it’s better than ever. Have you tried it lately? 
y y y 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A LOOK AHEAD 


HE first of a new year or the last of an old one is 

always a proper time, not only for the customary 
good resolutions, but for taking inventory and looking 
ahead with respect to things that ought to be or may 
be accomplished. There could hardly be more material 
for such a prospect in any other field than the one with 
which we deal. 

In the transportation world the chief problem, as 
we see it, is that of obtaining for the railroads, under 
publie regulation, a sufficiency of revenue to enable them 
to function properly without undue burden on the buyers 
of transportation—the shippers. This problem is no 
longer as simple as it was when rail transportation was 
the only kind of any consequence in its competitive field. 
It is complicated by the fact that the railroads must 
now compete with the motor vehicle and the river barges, 
as well as with the intercoastal steamships in trans- 
continental business. A mere increase in rates, even 
when granted, does not entirely bring about the result 
desired, because an increase in rail rates, while the rates 
of competitors remain the same, serves to drive still more 
business away from the rails to their competitors and, 
to that extent, to neutralize the effect of the increase. 


It seems to us, therefore, that not only must we 
hope for a system of rate regulation that will take into 
better consideration the financial needs of the railroads 
(not for the sake of their stockholders, primarily, but 
from the point of view of the public, which must depend 
on their proper functioning) but also for a policy that 
will consider these other transportation agencies in con- 
nection with the railroads with which they compete and 
so regulate their rates and their practices that they will 
have no artificial advantage over the railroads. In 
other words, they should not be left free to do practically 
anything they like, while the railroads are restrained 
and hampered on all sides. It seems to us that this is 
as plain and fundamental as that the railroads must 
be allowed to earn a proper return on their legitimate 
investment; because it is so plain and fundamental we 
believe that some day the public, and, through the public 
urge, Congress itself, will come to see it and put such 
a policy into effect, regardless of the selfish interests that 
may oppose it—regardless also of the selfish interests 
that may urge it, for a selfish interest may sometimes be 
right. 

We have hope also that the railroads will clean their 
own house a little more thoroughly. We give them full 
credit for the measures of efficiency they have adopted 
and the vigor with which they have put them into effect. 
Without such measures they would have been in sad 
case, indeed. But there are other things they might do 
to inspire confidence, at least, even if the result in finan- 
cial saving might not be as large as ‘ome think it 
would be. 

We have still with us, for instance, the abuses of the 
free transportation privilege discussed in these columns 
many times. We have little doubt but that, if the Com- 
mission had the time, it would long since have dealt with 
this matter as it dealt with the private car abuse. But 
it has its hands full with more immediate and, perhaps, 
more important matters. 

There is also the matter of out of line routing of 
cars. Opinions differ as to how much is wasted in car 
movement by out of line routing and, consequently, how 
much might be saved by the adoption of rules that would 
prohibit an out of line movement of, say, more than ten 
or fifteen per cent. But there is opportunity for some 
saving and the psychological effect of such a rule would 
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Effective January Ist these Drastic Reductions 
in Fares affect 136 cities served by United Air 
Lines and its connections. Below are but a few 
examples. Remember there is a 10% reduction 
on all Round Trips on all our routes. 


TYPICAL 
NEW LOW FARES 


NEW YORK to 
Cleveland 


Kansas City 
8 Pacific Coast Cities 


CHICAGO to 


8 Pacific Coast Cities 
agg City 


SAN FRANCISCO to 


Cleveland 
New York 


Los Angeles 


48.27 


107.76 
110.28 
148.50 | 119.10 


FARES INCLUDE MEALS 








CHICAGO, 400 8S. Michigan Ave. 
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OAKLAND, 








Fares 
so radically 
reduced 


THAT IT COSTS 
NO MORE TO 
TRAVEL BY AIR 


With fares sharply reduced (as much as 28%) 
United Air Lines, the nation’s largest air trans- 
portation system, brings this modern means of 
business travel within reach of the average ex- 
pense account. 


It is no longer necessary for executives to give 
special authorization for air travel to any of the 
136 cities affected by these reductions. Inform 
your sales executives, sales force, district man- 
agers, in fact, all your men who travel, to save 
valuable time, cover more territory and increase 
their efficiency without extra cost by flying 
UNITED AIR LINES. 


United Air Lines is the pioneer air mail express 
passenger plane operator of five strategic routes 
serving 18 states, with 35,000,000 miles flying 
experience. 


Write or phone the representative nearest you for full 
particulars as to equipment, experience, schedules and 
fares. Any Western Union Office will gladly make reser- 
vations at no extra charge. 


IMPORTANT NOTICE 
Effective Dec. 15th, 1931, Air Express rates were 
reduced 50 to 75 per cent on all routes of United Air 


Lines and several other air lines. Rates include pick 
up and delivery. For full information consult Rail- 
way Express Agency in your city. 





UNITED AIR LINES 


BOEING AIR TRANSPORT 
PACIFIC AIR TRANSPORT 


KANSAS CITY, 1107 Baltimore Ave. 


NATIONAL AIR TRANSPORT 
VARNEY AIR LINES 


Municipal Airport. 
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SALT LAKE CITY, Hotel Utah 





Phone Wabash 0230 
me Boeing Air Transport. 
on 
CLEVELAND, 708 Superior, N. E. 
Phone Prospect 1500 
a 1402 ll St. Phone 


DENVER, 1717 Tremont St. Key- 
stone 3226 

DETROIT, 1251 Washington Boul. 
Phone Cherry 5335 


hone Harrison 7470 


LOS ANGELES, 749 S. Hill St. 
Phone Trinity 3434 


MILWAUKEE, North Shore Lines. 
Phone Marquette 3770 


MINNEAPOLIS, Northwest Airways, 


Inc. Phone Dupont 4881 


NEW YORK, 36 W. 40th St. Phone 
Longacre 5-5170 


Phone Trinidad 1700 


OKLAHOMA CITY, Okla. City Air- 
port. Phone 3-4214 

OMAHA, 15th and Harney Sts. Phone 
Jackson 0625 

PORTLAND, 331 Morrison St. Phone 
Beacon 6194 


ST. PAUL, Northwest Airways. 
Phone Riverview 4500 


Phone Wasatch 2002 


SAN DIEGO, Lindbergh Field. Phone 
Hillcrest 4437 

SAN FRANCISCO, 320 Geary St 
Phone Douglas 1940 

SEATTLE, 406 University St. Phone 
Elliott 3322 


Also Leading Hotels, Travel Bureaus 
and Western Union Offices 
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be good. Perhaps the Commission or Congress will have 
to do this for the railroads—just as one or the other 
may have to act for them in the matter of free transpor- 
tation. 

There are other things the railroads could do and we 
counsel them to get busy, not only on these things that 
involve obvious economies, but also on others that in- 
volve business enterprise. 

We are sympathetic with the unfairness of the com- 
petition against the railroads by the motor vehicles, for 
instance; but we do not think the railroads have ex- 
hausted half the measures they might adopt to meet 
this competition, unfair as it is. They must recognize 
to a greater extent than they yet have that motor vehicle 
transportation can, even with regulation and taxation 
equalized, probably be furnished to the user at a lower 
price than rail transportation, and that, because of its 
cheapness or for other reasons, that is the kind of trans- 
portation the public wants, for short distances. Why 
not utilize their own rights of way or their own tracks, 
possibly, for light cars in competition with the busses 
and trucks? We published last week an illustration of 
a French bus that is being so used. There are many 
possibilities. 

We have always wondered just what a hustling busi- 
ness man, not bound by railroad traditions, might do in 
this situation if he were selected as president of a rail- 
road. He probably would take the view that some of 
his goods were shopworn and out of date and that he 
ought to replace them with something the public would 
buy. He would utilize to the fullest extent possible the 
equipment he had on hand and he would, of course, con- 
tinue to demand fair conditions of competition; but he 
would take over the transportation business in its en- 
tirety, as far as possible, consistent with hope for profit, 
and not look on his enterprise as one that must be con- 
fined to the rails on which it started. 

The prospect to be viewed in dreams is a coordinated 
system of transportation in which each agency carries 
the traffic for which it is best fitted, under a sound and 
fair system of regulation and taxation, with a scheme 
of rates fair to transportation agency, shipper, and pub- 
lic, but that will enable the transportation agencies to 
maintain themselves and their service properly. 

We beg of our critics that they will not see in this 
dream a selfish motive on our part. As a matter of fact, 
our selfish interest would favor the present unsettled 
condition of things. If everything in the transportation 
world were a hundred per cent perfect, there would be 
little interest in and little use for The Traffic World. 
If we had any idea that our dream would be realized, 
our advocacy of it, critics might properly say, might not 
be so enthusiastic. 


EASTMAN ON COMPETITION 


Addressing the American Economic Association in Wash- 
ington December 30, Commissioner Eastman suggested some 
change in the laws to permit freer use by railroads of motor 
trucks and busses as auxiliaries and the bringing of motor 
vehicle operation within the scope of public regulation as a 
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possible help for the railroads in the meeting of the “new com- 
petition” of other forms of transportation. 

The economic depression, he said, had brought grief to 
the railroad industry as it had to most other industries, with a 
suggestion growing out of the distress that the loss of traffic 
by the railroads was not due to the depression alone but to 
new and growing competition with other forms of transportation 
and hence might be permanent. It was said, he observed, that 
the railroad industry had changed from a monopolistic to a 
competitive industry and that it might be well to relieve the 
railroads in a large measure from what was said to be the 
heavy burden of public regulation. 

In the interest of historical accuracy, he said, he would 
point out that competition had always been a most important 
factor in the railroad industry to such an extent that railroads 
often had been its victims. The laissez-faire policy prevailing 
before public regulation, he said, had two important results, one 
the financial ruin of many railroads and the creation of wide- 
spread and most flagrant discriminations in rates and charges. 
It might be, he said, that the holders of railroad securities longed 
for the return of the “good old days” when the railroads were 
free from the “curse of public regulation.” But, if so, he said 
they had not read their railroad history. He quoted from 
writers of standing to show the nightmare character of that era 
from the point of view of investors, when receivership was a 
common condition of railroad companies. 

Heretofore, he said, competition in the transportation in- 
dustry had been chiefly among the railroads themselves, with 
the exception of some competition from carriers by water. Now, 
he said, there was direct competition from motor vehicles, pipe 
lines and airplanes, and indirect competition from electric 
central power stations and transmission lines, in addition to 
the competition of the privately owned motor vehicles. 

“It is plain that the new competition is and will continue to 
be a factor in railroad operations which must be reckoned 
with,” said Mr. Eastman. “However, the ‘plight of the railroads’ 
is by no means a new topic of discussion. In their long history 
there have been many plights from which the railroads have 
safely emerged. There are many measures that can be taken 
to meet the new conditions and protect railroad earnings. On 
the one hand, there are changes in railroad policies and methods, 
and the other, legislation. Both are important, but the changes 
in policies and methods are probably the more important.” 

Competition between railroads, he said, exercised an ad- 
verse effect on aggregate earnings through both service and 
rates. This, he said, was peculiarly appropriate time for the 
railroads “to abate civil strife and unite in common defense 
against the enemy at the gate,” which would involve a change 
of policy on the part of executives for the elimination of com- 
petitive passenger trains, possible increase in commutation 
fares, pooling of traffic and joint use of facilities in every 
feasible and reasonable way. He said it was impossible to 
blame the financial weakness of the passenger traffic side of 
the matter upon public regulation. The motor truck, he said, 
had introduced elements of flexibility and convenience in 
transportation which were highly valued by shippers. It had 
come to stay, said he, as had the pipe line, the airplane and 
the electric transmission line. He enumerated suggestions as 
to coordination, saying they were not his but merely suggestions 
he had picked up, and then turned to the possibilities of help 
from legislation. On that phase he said: 


What I shall say upon this point will be confined to the federal 
law. I doubt whether the railroads wish relief from the safety 
statutes, or from regulation of their security issues, of the construc- 
tion of new lines, of the abandonment of old lines, or of acquisitions 
of control and consolidations. Possibly they dislike certain features 
of the regulation of accounts, but I question whether they wish it 
eliminated. So far as service is concerned, there is practically no 
federal jurisdiction over passenger service, except to permit pooling, 
and such control as is provided over freight service is exercised in 
entire harmony with the car service section of the American Railway 
Association. Federal regulation of rates has done away with rebates, 
prevented destructive rate wars, eliminated preferential state-made 
rates, and permitted a general level more than 50 per cent higher 
than the pre-war basis, in sharp contrast with prevailing price levels 
on most commodities. At the same time the railroads have been 
permitted a very large measure of freedom in reducing rates to meet 
new competitive conditions. They do not like federal rate regulation 
in all respects, but if they will refresh their recollection of the condi- 
tions which prevailed when no such regulation existed, I doubt 
whether they or even their security holders would wish it eliminated 
or even greatly curtailed. Recapture of excess earnings is a thorn 
in the flesh, although there has been little actual recapture so far; 
but the Commission is recommending the repeal of this feature of 
the law. 

Turning to the new forms of transportation, it is contended by 
railroad protagonists that trucks and busses, water carriers, and air 
planes are, in effect, subsidized by the federal and state governments. 
This contention is as vigorously disputed by the friends of these 
other carriers. My hope is that this question will be set at rest 
by a thorough and we investigation under authority of Congress. 
If direct or virtual public susidies place competition on an unfair basis, 
the situation should be corrected. But first we must have accurate 
knowledge of the facts. 

There is a form of public regulation which is very important and 


which has to do with safety and convenience in the use of the high- 
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ways, and it concerns itself with the size of vehciles, their weight 
under lading, indemnity bonds, drivers’ licenses, and other similar 
matters. The states have been active in such regulation, and their 
requirements affect both intrastate and interstate operations. They 
differ very widely. Obviously a greater degree of uniformity is desir- 
able, and it may be that this is a field which should be occupied 
in whole or in part by federal authority. Certainly this possibility 
should be thoroughly explored. 

The states have likewise been active in the regulation of bus, 
and to some extent truck, rates and service, and in requiring certifi- 
cates of public convenience and necessity as a prerequisite to oper- 
ation, with a view to avoiding unnecessary duplication of service and 
destructive competition. So far as interstate operations are con- 
cerned, this field is wholly unoccupied. My own belief is that a 
beginning should be made in interstate regulation as soon as possible. 
It should, no doubt, be a modest start. When once there has been 
actual experience with such regulation, the need for extending and 
expanding it can be better determined. In the case of truck oper- 
ation, the fact that so much of it is not conducted on a common- 
carrier basis presents unusual difficulties. A similar difficulty exists 
in the case of the port-to-port rates of water carriers, which are now 
largely unregulated, this difficulty being due to the operation of 
tramp steamships and other contract carriers. However, it seems 
not unlikely that the water carriers will themselves ask for public 
regulation of these rates, since they are suffering, just as the railroads 
did in the past, from rate wars and destructive competition. 

Some change in the laws to permit freer use by railroads of motor 
trucks and busses as auxiliaries, and also to bring such operations 
within the scope of public regulation, may be desirable. This subject 
is now under consideration by the Commission in a special investiga- 
tion, and I shall await the outcome of that inquiry before expressing 
definite views. 

Summing up the situation, the new competition by which the 
railroads are confronted does very naturally create apprehension with 
respect to future railroad earnings. However, this competition affects 
only a lesser part of railroad traffic. Moreover, if the apprehension 
leads, as it now seems that it will, to a stimulation, first, of co- 
operation of railroads with each other; second, to a like stimulation 
of initiative and enterprise in readjusting service and rates to meet 
the new conditions; and, finally, to a thorough consideration of the 
need for extension or modification of the system of public regulation, 
my own belief is that the railroads will be able to work out their 
salvation and emerge from this plight as they have from others 
in the past. 


GOVERNMENT AIDS TO COMPETITION 


(By H. A. Hinshaw, General Freight Traffic Manager, Southern 
Pacific Company) 

It is noted that the budget submitted by President Hoover 
to the current session of Congress calls for the following ap- 
propriations in aid of transportation methods competitive with 
railroads: 


Waterways (exclusive of flood control).................002. $ 70,142,000 
ee eee eer 7,628,500 
IN a Sale ae Sain ars Grace oprah Aone are elas eracoeo- sige Wha wag ace aoe 109,000,000 

MM eisrcaai aston hos AG onscik ie ai ois we eieak ee ps sles aioe cra ess hee $186,770,500 


While there is really no direct relationship between an 
authorized increase in charges for transportation services to 
enable the service to sustain itself and the appropriation of 
taxpayers’ money to afford improved transportation facilities 
for the few who are able to use such aided facilities, it will be 
interesting to contrast the amount authorized by the Interstate 
Commerce Commission to increases (which. is estimated gen- 
erally at $100,000,000) with the above figures. It will be noted 
that the government donation for competitive waterway trans- 
portation facilities is 70 per cent of the increase in rail rates 
authorized by the Commission; the government appropriation 
for competitive highway facilities exceeds the increase in rail 
rates authorized by the Commission; and the total appropriation 
as a subsidy for competitive transportation facilities is nearly 
double the increase in rail rates authorized by the Interstate 
Commerce Commission. 


EDUCATION 


Editor The Traffic World: 

Although I have not given expression for a long time, I 
still love my hobby—education—and I fully believe that, if some 
organized plan of procedure had been developed when I first 
began discussing education, back in 1922, much of the present 
carrier distress would have been avoided because, by this time, 
the public would have had an altogether different slant on the 
various and numerous problems that the carriers have to face 
and in which the public is vitally interested. 

In February, 1922, I started a file of correspondence with 
some of the leading carrier traffic executives and industrial, 
commercial and organization traffic managers. All readily 
agreed it was a wonderful idea, that the work should be done, 
and the result would be worth many times its cost, but who 
would do it, when, and how? No further progress was made. 

Much good work has been done by traffic clubs and others 
along educational lines for which much credit is due those 
performing the service. However, my idea runs to a different 
type of education, having as its objective the dispensing of in- 
formation to the public as to its obligations, duties and respon- 
sibilities, as well as its rights and privileges, all of which rests 
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on a fundamental relationship, and that the principle of tha 
relationship is the background for all the laws, rules and regy 
lations that govern the activities of the carriers. 

The lack of knowledge concerning the whole matter jg 
deplorable. I have talked with several gentlemen holding high 
legislative positions about the situation. They will manifest 
great interest for the first minute, then assume a blank look anj, 
at the end of the interview, admit that they do not know what 
it is all about and see no logical solution because of the Very 
lack of knowledge of technical analysis of the problem. 

If the public had a fair understanding of the problem it 
would be much easier for all forms of transportation to be 
brought under logical regulation. It would be much easier to 
determine just what would be logical regulation. Bus and 
truck operation is in the hands of persons who do not know 
the first principle of manufacturing a transportation service, 
They are excellent people and know how to load a bus or truck 
and get it over the road,’ but know very little of freight classi. 
fication, rates, fares, prorating, bills of lading and their four. 
fold functioning, tracing, etc., that must be considered in the 
design of a transportation service that will fit the need of the 
purchaser. Very few purchasers can, themselves, offer any sug. 
gestions as to the service required by their business. 

Until such a condition shall have been remedied, I see no 
chance-for a satisfactory solution of our transportation prob- 
lems. No one can be expected to go beyond his education; 
therefore, education is the key to the situation. 

Will C. Pike, 
Industrial Traffic Manager. 
Muncie, Ind., December 28, 1931. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended December 19 
totaled 581,733 cars, as compared with 613,534 cars the preced- 
ing week, and 713,865 and 842,775 cars in the corresponding 
periods of 1930 and 1929, respectively, according to the car 
service division of the American Railway Association. The load: 
ing by districts for the week ended December 19 and for the 
corresponding period of 1930 was reported as follows: 


Eastern district: Grain and grain products, 5,384 and 5,791; live 
stock, 2,076 and 2,320; coal, 26,277 and 38,729; coke, 1,925 and 2,371; 
forest products, 1,313 and 2,594; ore, 836 and 1,066; merchandise, L, 
C. L. 50,901 and 55,714; miscellaneous, 42,574 and 49, 966; total, 1931, 
131,286; 1930, 158, 551; 1929, 182,378. 

Allegheny district: Grain and grain products, 2,527 and 2,492; live 
stock, 1,548 and 1,649; coal, 28,781 and 38,413; coke, 2,097 and 3,754; 
forest products, 9i4 and 1,377; ore, 482 and 360; merchandise, p ae 
L., 38,349 and 42,661; miscellaneous, 37,823 and 48,032; total, 1931, 
112, 521; 1930, 138,738; 1929, 174,875. 

Pocahontas district: Grain and grain products, 235 and 201; live 
stock, 56 and 62; coal, 26,020 and 32,520; coke, 205 and 336; forest 
products, 632 and 694; ore, 27 and 159; merchandise, L. C. L., 5,256 
and 5,663; miscellaneous, 4,235 and 4,625; total, 1931, 36,666; 1930, 
44,260; 1929, 57,696. 

Southern district: Grain and grain products, 2,251 and 2,425; live 
stock, 931 and 1,194; coal, 15,230 and 22,515; coke, 362 and 492; forest 
products, 6,677 and 9,664; ore, 312 and 776; merchandise, L. C. L, 
32,776 and 35,721; miscellaneous, 32,125 and 39, 181; total, 1931, 90,664; 
1930, 111,968; 1929, 132,717. 

Northwestern district: Grain and grain products, 6,019 and 9,487; 
live stock, 7,039 and 7,250; coal, 7,507 and 8,796; coke, 718 and 1,223; 
forest products, 4,049 and 8,361; ore, 83 and 186; merchandise, L. 
C. L., 23,486 and 26,731; miscellaneous, 17,900 and 21,950; total, 1931, 
66,751; 1930, 83,984; 1929, 97,324. 

Central Western district: Grain and grain products, 8,830 and 
11,426; live stock, 7,762 and 8,460; coal, 11,215 and 14,529; coke, 120 
and 123; forest products, 2,680 and 4,739; ore, 2,158 and 2,874; mer- 
chandise, L. C. L., 26,923 and 29,437; miscellaneous, 32,115 and 42,638; 
total, 1931, 91,803; 1930, 114,226; 1929, 127,353. 

Southwestern district: Grain and grain products, 3,166 and 4,231; 
live stock, 1,728 and 1,812; coal, 4,782 and 6,001; coke, 91 and 193; 
forest products, 1,820 and 3,889; ore, 325 and 322; merchandise, L. 
Cc. L., 14,101 and 14,351; miscellaneous, 26,029 and 31,339; total, 1931, 
52,042; 1930, 62,138; 1929, 70,432. 

Total, all roads: Grain and grain products, 28,412 and 36,053; 
live stock, 21,140 and 22,747; coal, 119,812 and 161,503; coke, 5,518 and 
8,492; forest products, 18,085 and 31,318; ore, 4,223 and 5,743; mer- 
chandise, L. C. L., 191,742 and 210,278; miscellaneous, 192,801 and 
37,731; total, 1931, 581,738; 1930, 713,865; 1929, 842,775. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 
Five weeks in January........... 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2,835,680 3,506,899 3,797, 183 
Four weeks in March............ 2,939,817 3,515,733 3,837,736 
POOr WOGkG Im AVTH.....6..cccccces 2,985,719 3,618,960 3, 989° "142 
Dive WOGes Th BAF 6.6 ck cccccaness 3,736,477 4,593,449 5 3,182,402 
POUPr WOGKS I JURC. 0. .0660000K0 2,991,749 3,718,983 4,291, 881 
Pour WOGES 1) DUI. «66:6.05.00 000% 2,930,767 3,555,610 4,160,078 
Five weeks in August............ 3,747,284 4,671,829 5,600,706 
Four weeks in September........ 2,907,953 3,725,686 4,542,289 
Five weeks in October........... 3,813,456 4,751,349 5,751, 645 
Four weeks in November......... 2,619,705 3,191,342 3,817,920 
Week ended December 5......... 636,366 787,072 933, 309 
Week ended December 12........ 613,534 744,353 922°861 
Week ended December 19........ 581,733 713,865 842,775 


pi RRNE ne So e 36,830,782 45,341,682 52,188,536 
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Current Topics in 
Washington 





Yesterday Balthasar H. Meyer began his 
fourth term as a member of the Commission. 
When he completes it he will have had a 
longer service there than any other man. At 
present, the long record stands opposite the name of Judson C., 
Clements. That Georgian was a member of Congress when the 
old law to regulate commerce was enacted and was intimately 
associated with the men who had written that statute. 

Coming to the work, on which he has spent full twenty- 
one years, soon after the important revision of 1910 was made, 
Mr. Meyer has been a large figure jn all the work of the regu- 
lating body that deals with matters involving sums so great 
that they dwarf the litigation in the courts. No man has ever 
taken service to his country or to any other master more seri- 
ously than this college professor. Any man who has any sort 
of acquaintance with Commissioner Meyer, it is believed, will 
joyously and with satisfaction to himself, make acknowledg- 
ment of the accuracy of such an assertion. The one fault that 
can be found with him is that he has too little regard for Bal- 
thasar H. Meyer, even if he is of berserk stature and rugged- 
ness. Though given to writing books before he became a mem- 
ber of the Commission, he has been so absorbed in the tasks 
laid on him by his oath of office that he has ceased to be a 
writer except of reports and occasional addresses. Other mem- 
bers of the Commission are also prodigious workers. They 
work to the limit of their endurance, but Meyer is a Hercules 
among them, about six feet six inches tall, seemingly all bone 
and sinew. 

Other commissioners, at times, have fallen into foul po- 
litical weather, but Meyer, so far as anyone knows, has avoided 
the cross currents and undertows of politics, notwithstanding 
the fact that he is a Wisconsin Republican, though when he 
came into office with 1911, he filled the place formerly held by 
Francis Marion Cockrell, for many years a Democratic senator 
from Missouri. Charles C. McChord, Kentucky Democrat, who 
came into office on the same day Meyer took the oath, took the 
vacancy created by the transfer of Martin A. Knapp, a Repub- 
lican, to the bench of the ill-starred and short-lived Commerce 
Court. One term was for five years and the other for seven. 
But the appointing power was a Republican president, Taft, 
and the Republican nominee got the long term, though thereby 
he succeeded a Democrat and the Kentucky Democrat got the 
short term left vacant by the retiring Republican commissioner. 

To enumerate the things in which Commissioner Meyer 
has been a participant would be to make a sketch of the things 
the Commission has done in the last twenty-one years, but there 
is one fact that may not be generally known. It is that he 
Was one of the movers in having the examiners of the Com- 
mission placed under the classified civil service rules. Few 
know that fact, though the records of the Interstate Commerce 
Commission and the Civil Service Commission show it. The 
examiners were put into that service, not by an order of the 
President, but by agreement between the two commissions— 
by treaty, it might be said. The customary way is for the 
President of the United States, by executive order, to put the 
so-called civil service blanket over employes in the government 
service. However, the quasi-legislative Interstate Commerce 
Commission, by direct negotiations with the civil service body, 
thought it advisable to have the examiners chosen and retained 
under the rules of merit governing the appointment and reten- 
tion of employes in the various executive departments, rather 
than have them dependent on considerations of party politics. 


Meyer Begins 
Fourth Term 





Now that tariffs to bring into legal 
being the increases allowed by the Com- 
mission in the Fifteen Per Cent Case, 1931, 
have reached the files of the regulating 
body, it may be observed that, in the 
opinion of men wise in tariff simplifica- 
tion, the tariffs are in as obnoxious a state as they were in 1916. 
All the progress supposed to have been made since that year, 
according to the ones who weep over the condition of tariff 
simplification, has been sacrificed to the necessity of providing 
more revenue. 

In the matter of tariff simplification, it has been a case of 


No Balm in Gilead 
for Simplifiers 
of Tariffs 
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just one d—— thing after another since that year to overturn 
the simplification apple cart. The year before, there had been 
a percentage increase. Since then, there have been percentage 
changes so great in number that only a bold person would be 
willing to undertake, from memory, to enumerate them. General 
Order No. 28, of the Director-General, was a mixture of per- 
centage and flat increases out of which grew, among other 
things, the more or less celebrated Jones or Kelly rule for 
making rates by combination. Out of that grew the so-called 
Sligo principle. Both come along every now and then to plague, 
not only those who know how they originated, how they got 
their names, and why they have been carried along, but also 
those who do not know those things. 

The Hoch-Smith cases, of which the eastern and western 
class rate revisions are a part, have added immensely to the 
spoiling of whatever progress had been made toward simplifica- 
tion. 

As a matter of fact, tariff simplification, to many, has be- 
come merely an ideal, without much more hope of its realization 
in their time than the coming of the millennium or the return 
of the mythical “good old days.” 





It seems the fate of the Commission 
nearly always to complete something 
tending toward the perfect rate structure 
just in time to have economic facts hit 
it between the eyes. It begins them in times of prosperity and 
brings them to a conclusion about the time things go wrong. 

Take, for illustration, the eastern class rate revision. Be- 
gun when there was about as much tonnage as the railroads 
could haul, there was no outstanding reason for it other than 
that the existing class rate structure looked amazingly like a 
crazy quilt when viewed through fourth section glasses. But 
the old structure had imbedded in it the port differential ad- 
justment, devised more than half a century ago. That adjust- 
ment had brought relative quiet out of a turmoil that had gone 
on for years. 

Ignoring that treaty of peace, made by the railroads years 
before the Commission was created, the regulating body pre- 
scribed mileage rates that, theoretically, at least, gave every 
point the advantage of its location, including Baltimore, Phila- 
delphia, and other ports. How the Commission got the idea that 
it could afford to ignore the port differential settlement does 
not appear, though it made comment on some of the seemingly 
inexplicable features in the tariffs. 

Neither the railroads nor all the shippers were ready for 
its scrapping. The rates went in, on domestic business, as 
decreed, December 3. The Commission, however, yielded to the 
plea of the railroads, to the extent of allowing them to retain 
the old domestic rates as export and import bases. Later it 
allowed the carriers to file export, import, and intercoastal rates 
raised to the level of the new domestic class rates, but still 
retaining the differential adjustment, thereby drawing a protest 
from Maryland interests with a request that the higher level 
but differentially adjusted rates, dated to become operative 
January 3 be suspended. 

That filing was taken to mean, regardless of whether there 
was or was not a suspension, that the century-old competition 
among the ports, manifested in the promotion of the Erie Canal, 
the construction of the Pennsylvania and the Baltimore and 
Ohio, was still alive—‘‘the devil was loose on the Danube,” to 
give it a European characterization. And the Danube, in the 
port competition, consists of the railroad tracks running from 
one port to the others. If they had not been built, each port 
would have obtained the traffic that could be drawn to its trans- 
portation system leading over the Appalachians. There then 
would have been cross country, but not direct, competition. 


Up Jumps the Port 
Differential Devil 





At this time, when, with the two faces 
of Janus, Americans are looking back at 
1931, and forward at 1932, the philosopher 
may well inquire what thing will give the 
United States a forward impulse. It is about 
time for the standing still or going back of 
the last two years to come to an end. 

American history shows forward surges after every halt. 
In 1929 it may be that the forward surge due to the final frui- 
tion of the idea of mass production came to an end. Repetition 
of American history calls for another forward surge in a 
short time. It is possible that the idea of mass production has 
not been fully exploited. However, the pause has been too long 
to warrant a declaration that the Eli Whitney idea, put into 
practice in the making of guns for use in the war of 1812, is 
the thing that will again send the curve of American business 
to new high levels. But what will be the creator of the new 
impulse? That, it might be suggested, is something for a 
prophet to consign to intense thought. 


What Next 
in These 
United States? 
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Of: course, the new thing will not be new in the sense of 
never having been thought of or used before. There is some 
small reason for thinking that Egyptian priests, 3,000 years ago, 
or perhaps more, employed a crude steam engine to move heavy 
temple doors. Ineffectual steamboats there had been before 
Rumsey, Fitch and Fulton. The United States navy, eighteen 
years before the Monitor and Merrimac had their duel, had an 
iron ship on the Great Lakes, though most Americans think 
of those ironclads as the first iron ships of war. The yellow 
fever mosquito theory was old before American doctors proved 
it. 

About the only really new thing, as distinguished from one 
of long evolution, that created a great stir in the world, was 
that same Eli Whitney’s cotton gin that made possible an in- 
crease in cotton production in the United States from less than 
500,000 pounds in 1793 to about 35,000,000 pounds in 1800, sev- 
enty-fold in seven years. 

It took about a century for that same Whitney’s idea of one 
workman to do one thing, applied to gun-making in the war of 
1812, to develop into the killing and canning of a steer in the 
time it took Europeans to get ready to do the killing, and the 
production of flivvers on ever-running belts. A step at a time 
was all that was taken. 

Somewhere in the country there is probably some idea that 
necessity will bring into greater use than ever to give the 
country a new impulse, which, in a few years, historians will 
be able to recognize as a distinct contribution to American 
well-being. There is nothing in American history to suggest 
that this country has come anywhere near to a static civiliza- 
tion.— A. E. H. 


RAILROAD LAND GRANTS 


“Sixty out of the seventy-two railroad land grants, through 
which the federal government gave away an empire that trans- 
portation facilities might be developed, have been finally adjusted 
and closed,’ says a report made by the General Land Office to 
the Secretary of the Interior. 

“Of the twelve grants remaining, one-half merely await 
listing and selection of units of land by-the companies in 
certain isolated areas that their ledgers may be finally balanced 
and their accounts closed. In but a few cases, such as that of 
the Santa Fe, the Southern Pacific and the Northern Pacific, 
there are wild areas yet to be surveyed before the lands due 
them may be listed or selected and the rights of the company 
determined. When this is done, that task which Congress 
assigned to the Secretary of the Interior forty-four years ago, 
when it ordered that official to immediately adjust these grants, 
will have been completed. 

“Up to date these seventy-two recipients of grants have 
received from the United States 132,000,000 acres of land, which 
is equivalent to about 200,000 square miles. This area, roughly, 
would be equal to the Atlantic states from North Carolina to 
Nova Scotia. There remains only about 3,000,000 acres still to 
be assigned to the holders of these railroad grants, an area a 
little less than 5,000 square miles, or about the size of the 
state of Connecticut. Thus it is apparent that the greater part 
of the task has been completed. 

“Those railroads still having land coming to them from the 
government are as follows: Union Pacific R. R. Co.; Central 
Pacific R. R. Co.; California & Oregon R. R. Co.; Southern 
Pacific R. R. Co.; and Santa Fe R. R. Co. As to the Northern 
Pacific R. R. Co. the act of June 25, 1929, forfeited certain 
indemnity rights and suit has been instituted thereunder. 

“These grants of lands to railroads were all made during 
that era of development between 1850 and 1871. Altogether there 
were eighty-nine such grants but seventeen of them were for- 
feited because of failure to construct the railroads contemplated. 
Of the seventy-two grants earned through such construction, 
earlier adjustments could not be completed because of the un- 
settled conditions along these lines and the immense amount of 
unappropriated and unsurveyed lands. The task of surveying 
the western domain, which requires the location of every section 
and quarter section corner and the proper mapping and main- 
tenance of records with relation to every fragment of land, has 
been stupendous and has lasted through two generations. In 
July, 1927, the work of adjusting these grants was attacked 
with new vigor with the idea that because of the time that 
had passed results of a definite character might be secured. In 
1927 there were forty-two grants remaining to be adjusted and 
since that time disposition has been made of thirty of them. 
The greatest difficulty faced by the government in closing these 
grants is due to the fact that the railroads hesitate in many 
cases to make their selections, since doing so puts these lands 
on the tax list. The government has no authority to compel 
selections. 

“The Santa Fe and the Northern Pacific Railroad Companies’ 
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grants had been adjusted and completed prior to 1927 but had 
not been formally closed. The adjustment of the Santa Fe 
Company’s grant was made as of December, 1923, and the work 
of bringing that up to date has just been completed. 

“When the remaining details of these few grants have been 
adjusted and they have been finally closed, that chapter, which 
may be considered the government’s most spectacular aid to 
the development of the empire which stretches to the Pacific, 
will have been closed.” 


EASTERN CONSOLIDATION PLANS 


Additional opposition to allocation of the Chicago, Indian- 
apolis & Louisville to the Baltimore & Ohio system has been 
expressed in intervening petitions and protests filed with the 
Commission in No. 12964, consolidation of railroads, by the 
Wilmington (N. C.) Traffic Association, Inc., the Highpoint 
(N. C.) Chamber of Commerce, the Chattanooga, Tenn., Cham- 
ber of Commerce, the North Carolina Hosiery Manufacturers’ 
Traffic Association, the North Carolina Full Fashioned Hosiery 
Manufacturers, and the Greensboro (N. C.) Chamber of Com- 
merce. They favor allocation of the Monon to the Atlantic 
Coast Line and Southern systems. 


The New Orleans Joint Traffic Bureau, saying it was in- 
terested in the disposition of the Monon, and the city of Boston 
and the Boston Port Authority have filed intervening petitions. 

Indiana, by its governor and Public Service Commission, 
has asked permission to intervene in No. 12964, consolidation 
of railroads, has protested against the allocation in whole or 
in part of the Chicago, Indianapolis & Louisville to the Balti- 
more & Ohio and has asked that the entire interest in that 
carrier, the Monon, be allocated equally and jointly to system 
No. 8, Atlantic Coast Line, and system No. 9, Southern Railway. 

Governor Case, of Rhode Island, in a petition to be allowed 
to intervene, says that Rhode Island approves the four-system 
plan and desires its extension into New England. Rhode Island, 
according to the governor, deems New England to be geo- 
graphically, commercially and industrially an inseparable part 
of eastern territory. 


The Southern Traffic League has filed a petition of inter- 
vention in No. 12964, consolidation of railroads, a protest against 
allocation in whole or in part of the Monon to the Baltimore & 
Ohio, and an application that the entire interest in the Monon 
be allocated equally and jointly to System No. 8, Atlantic Coast 
Line, and No. 9, Southern. Members of the league, it is stated, 
ship into C. F. A., Illinois freight and eastern and trunk line 
territories in competition with manufacturers in those terri- 
tories “and it is absolutely necessary, for the continuation of 
the business of many of its members, that they be permitted 
to ship into these territories on a competitive basis, in so far 
as freight rates are concerned.” 


“Petitioner’s members,” the league states, “have experienced 
great difficulty in the past in meeting this competition, due to 
the attitude of the carriers in C. F. A. territory, whose main 
interest is in maintaining a stream of traffic moving east and 
west, to the great detriment of the movement of traffic from 
south to north, and in the reverse direction, and if the Monon 
were acquired by the Baltimore & Ohio, the difficulties under 
which the manufacturers of the south are now laboring would 
be greatly accentuated. Further, petitioner is interested in 
the continued prosperity of the southern carriers, and any check 
on the stream of traffic north and south would not only militate 
against petitioner, but likewise against the southern carriers.” 

A similar position is taken in petitions filed by the Indiana 
State Chamber of Commerce, the North Carolina Corporation 
Commission, the Savannah (Ga.) Chamber of Commerce, the 
Savannah Port Authority, the Savannah Traffic Bureau, Inc., 
and the Knoxville (Tenn.) Chamber of Commerce. 


The Louisiana Public Service Commission, stating it is 
interested in the allocation of the Monon, has asked permission 
to intervene. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period De- 
cember 8-14, inclusive, was 671,402, as compared with 664,769 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as fol- 
lows: 


Box, 306,377; ventilated box, 2,026; auto and furniture, 54,084; 
total box, 362,487; flat, 25,322; gondola, 148,034; hopper, 88,246; total 
coal, 236,280; coke, 1,044; S. D. stock, 24,668; D. D. stock, 4,944; re- 
frigerator, 14,133; tank, 696; miscellaneous, 1,828. 


Canadian roads reported a surplus of 43,375 cars, made up 
of 34,500 box, 4,150 auto and furniture, 1,700 flat, 900 gondola, 
1,250 S. D. stock, 150 refrigerator and 725 miscellaneous cars. 
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Decisions of Interstate Commerce Commission 





INDIANA COAL TO ILLINOIS 


The Commission in a report written by Commissioner Tate, 
in No. 20965, Frank B. Clinton et al. vs. B. & O. et al., on recon- 
sideration, has modified in part the finding in the former report, 
167 I. C. C. 294, that rates on bituminous coal, from Brazil- 
Clinton, Linton-Sullivan, Princeton and Booneville groups in 
Indiana to Vermillion, Paris, Mays, Conlogue and Dudley, IIl., 
were unreasonable. It has prescribed new ones, effective not 
later than March 22, and awarded reparation. 

The new finding is that the rates assailed, except those 
from mines on lines of the B. & O. and the Central Indiana, 
and except those from Macksville and Griff, were unreasonable 
to the extent that they exceeded the rates shown in column 7 
of the apppendix to the report; and that the rates assailed, with 
the exceptions before noted and except rates from mines on 
the lines of the Evansville, Indianapolis & Terre Haute, are 
and for the future will be unreasonable to the extent they 
exceed or may exceed the rates shown in column 6 of the 
appendix. Commissioner Lee, concurring in part, said that he 
was not convinced that the rates applicable in the past were in 
excess of maximum reasonable rates and therefore he dis- 
sented from the award of reparation. 

Commissioner Mahaffie, dissenting, said that the prescrip- 
tion of a relation of competitive rates under a maximum, rea- 
sonable finding, such as here made, froze the adjustment in a 
manner which he thought unwarranted upon the pleadings 
and record before the Commission in a case involving a highly 
competitive adjustment of group rates. He said that in his 
judgment the Commission should have prescribed reasonable 
maximum rates and left the question of differentials to be dealt 
with by the carriers or to be brought before the Commission by 
the interested parties under the third section of the interstate 
commerce act. Commissioner Eastman noted a dissent. 

The appendix in column 6 shows the rates prescribed for 
the future. Typical rates for the future, it is believed, are those 
to Dudley, Ill. From the Brazil-Clinton group to Dudley the rate 
is to be 87 cents; from the Linton-Sullivan group, 97 cents; 
from the Princeton group, $1.27; and from the Booneville group, 
$1.34. The rates found reasonable for the past, also to Dudley, 
Ill., were 87 cents from the Brazil-Clinton group; 97 cents from 
the Linton-Sullivan group; $1.43 from the Princeton group; 
and $1.62 from the Booneville group. 


BANANAS TO SOUTH DAKOTA 


The Commission, by division 4, in No. 23493, Haley-Neeley 
Co. et al. vs. C. & N. W. et al., a sub-number thereunder, Traffic 
Bureau, Chamber of Commerce, of Mitchell, S. D., et al. vs. 
A. T. & N. et al.; No. 23600, Traffic Bureau, Aberdeen Chamber 
of Commerce, et al. vs. C. M. St. P. & P. et al; a sub-number 
thereunder, Pioneer Fruit Co. et al. vs. A. T. & S. F. et al., and 
parts of fourth section application No. 2176, filed, by W. P. 
Emerson, has ordered a revision of the rates on bananas, from 
New Orleans, and other points taking the same rates, to des- 
tinations in South Dakota, not later than March 28. 


The rate from New Orleans to Sioux Falls has been found 
neither unreasonable or prejudicial. However, the rates on 
bananas from New Orleans and other points taking the same 
rates, to Yankton, Mitchell, Huron, Chamberlain, Aberdeen, 
Pierre, Mobridge, Hot Springs, Rapid City, Deadwood and Lead, 
S. D., were found not unreasonable in the past but unreason- 
able and unduly prejudicial for the future. They were found 
unreasonable for the future to the extent that they might exceed 
$1.25 to Yankton; $1.29 to Mitchell; $1.32 to Huron; $1.34 to 
Chamberlain; $1.38 to Aberdeen; $1.41 to Pierre; $1.46 to Mo- 
bridge; $1.48 to Hot Springs; $1.51 to Rapid City; and $1.54 
to Deadwood and Lead. The rates were also found unduly 
prejudicial to the complainants and unduly preferential to fruit 
jobbers in Sioux City, Ia., to the extent that they might exceed 
the rate contemporaneously maintained on like traffic from the 
same points of origin to Sioux City by more than the following 
amounts: Yankton, 6 cents; Mitchell, 10 cents; Huron, 13 
cents; Chamberlain, 15 cents; Aberdeen, 19 cents; Pierre, 22 
cents; Mobridge, 27 cents; Hot Springs, 29 cents; Rapid City, 
32 cents; and Deadwood and Lead, 35 cents. 

A further finding was that the rate assailed to Aberdeen 
would be unduly prejudicial to the Aberdeen complainant and 
unduly preferential of fruit jobbers at Watertown to the extent 


that it might exceed the rate to Watertown by more than 6 
cents. 

Fourth section relief was denied in fourth section order 
No. 10797, bananas from New Orleans, La., effective March 28. 


FRUIT STACKING ALLOWANCE 


The Commission, by division 3, in I. and S. No. 3596, allow- 
ances for stacking fresh fruits and vegetables at New York, 
N. Y., has found not justified allowances to consignees for 
stacking fresh fruits and vegetables in connection with unload- 
ing at New York piers, ordered the cancellation of the sched- 
ules providing for them and discontinued the proceeding. The 
allowances varied from $1.50 to $2 a car, and, until April, 1931, 
were paid, according to the report, without tariff authority. 
The Pennsylvania was the respondent, the allowances being 
paid at its produce terminal in New York. 

Until last April the company paid allowances to consignees 
of fruits and vegetables for stacking the containers of fruits 
and vegetables after the stevedores, the latter hired by the 
railroad, had placed the packages in stacks on the pier spaces 
assigned by the railroad to the various consignees. The steve- 
dores did not undertake to place the packages according to sort, 
grade or marking. Sorters sent to the piers by the consignees 
did that work. 

When representatives of the Commission’s bureau of in- 
quiry made the point that allowances were being paid without 
tariff authority therefor, the railroad company quit paying them. 
It, however, filed schedules providing for the payment of an 
allowance. The schedules were suspended upon suggestion 
from the bureau of inquiry. 

The Commission came to the conclusion that stacking the 
packages so as to show grades and markings, etc., was not a 
transportation service for which an allowance could be made 
to the consignees. The restacking, after that done by the 
stevedores, it said, appeared to be solely for the benefit of the 
consignees. 





COMMUTATION FARES 


In I. and S. 3526, commutation passenger fares between 
points in New Jersey and New York City via the Delaware, 
Lackawanna & Western Railroad, the Commission, by division 
4, has found justified proposed increases in commutation pas- 
senger fares and has discontinued the proceeding. 

By schedules filed to become effective November 1, 1930, 
the D. L. & W., the respondent, proposed an increase of about 
25 per cent in the present 60-trip monthly commutation fares 
over the electrically operated portions of its lines between 
New York, N. Y., on the one hand, and Dover and intermediate 
stations in New Jersey on its Morristown line, stations on its 
Gladstone branch, and stations on its Montclair branch, on the 
other hand; and an increase of about 15 per cent in the com- 
mutation fares over its steam-operated lines between New York, 
on the one hand, and stations on its Boonton line, stations west 
of Dover to Blairstown, N. J., on its Morristown line, and stations 
on its Chester, Washington, Branchville and Franklin Furnace 
branches on the other hand. Between New York and certain 
points on the Boonton line an increase of 25 per cent was pro- 
posed if tickets were used over the Morristown branch. 

The schedules were protested and the Commission sus- 
pended them until June 1, 1931, and the respondent further post- 
poned them voluntarily to January 1, 1932. Intrastate fare 
schedules involved were suspended by the New Jersey com- 
mission. Joint hearings were held with the state commissioners. 
The Commission said approximately 90 per cent of the total 
commuter traffic was interstate. Lack of sufficient earnings 
from the traffic involved was the carrier’s justification for the 
increases. 


REFUSED OR UNCLAIMED FREIGHT 


The Commission, by division 2, in I. and S. No. 3344, notice 
to consignors or owners of carload freight refused or unclaimed 
at destination, in a report written by Commissioner McManamy, 
has complied with the request of the American Railway Asso- 
ciation and the National Industrial Traffic League, that, if it 
did not approve the suspended schedules pertaining to refused 
or unclaimed freight, it prescribe a reasonable rule on the sub- 
ject. Technically, it has found not justified the proposed 
changes in rule 4, section E, of Car Demurrage Rules and 
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Charges, I. C. C. No. 2192. The finding, however, is without 
prejudice to the establishment of a rule set forth in the report 
and reproduced herewith. 

More than two years were spent by the organizations named 
as well as by representatives of the American Fruit & Vege- 
table Shippers’ Association, the American Wholesale Coal Asso- 
ciation, the National Automobile Association, the National Coal 
Association, the Western Fruit Jobbers’ Association, Interna- 
tional Apple Association and National League of Commission 
Merchants in an unavailing effort to reach an agreement on the 
subject. 

Schedules under suspension were filed to have become effec- 
tive September 1, 1929. Upon protest of the National Industrial 
Traffic League, the schedules were suspended as to all traffic 
except to and from points in California, Arizona and a part of 
New Mexico. A rule similar to that suspended in this case be- 
came effective in the limited territory described, on October 1, 
1929, and is still in force there. . 

Although the American Railway Association filed the rule 
in question, it contended that it should not be made the subject 
of a tariff provision, because, among other things, it pointed 
out that the carrier’s obligation to send refused or unclaimed 
notice to the consignor or owner was covered by the common 
law; that certain of the provisions of the bill of lading contract 
and certain of the carriers’ freight claim rules required the 
sending of similar notices; that some of the carriers maintained 
service bureaus at substantial expense for the express purpose 
of furnishing shippers with information concerning undelivered 
shipments; and that the rule had formed the basis for consid- 
erable litigation. 

“The rule was not intended to supplement the common law 
principle which relates to the carrier’s obligation to notify 
the consignor or owner when freight is refused or undelivered,” 
said Mr. McManamy. “It was established to expedite the re- 
lease of carrier equipment and to prevent the accrual of un- 
necessary demurrage. We have no convincing evidence that 
the rule does not serve the purposes for which it was estab- 
lished, although the A. R. A. argues that it does not effect quick 
release of carrier equipment.” 

In similar manner Mr. McManamy set forth reasons for not 
agreeing with the A. R. A. contention that the rule should not 
be put into tariffs. He also discussed the question of expense, 
pointing out, among other things, that a part of the rule as 
proposed by the carriers would cause greater expense than the 
existing provision. One expense, estimated now to run from 
$195,000 to $234,000 a year, he estimated, would be reduced to 
less than $2,000 a year. All parties, he said, agreed that if 
notices of unclaimed freight were to be sent to consignors the 
rule governing such notices should require no unnecessary labor 
or expense. 

Among the objections urged by the carriers to the present 
rule was that it enabled consignors to use carrier equipment 
for storage, free or partly free, while they sought a market for 
their merchandise, by sending it to a consignee who had not 
ordered it and then, upon refusal, reconsigning to another who 
had not ordered the merchandise, and so on, until someone was 
found who needed the merchandise, the Commission having 
ruled, in Milne Lumber Co. vs. C. C. C. & St. L., 159 I. C. C. 668, 
that the issuance of a reconsigning order initiated a new de- 
murrage period and put off the arrival of a higher demurrage 
period, as, for instance, $5 a day on lumber. 


After describing the present rule, Mr. McManamy said the 
suspended rule differed from the present rule in several impor- 
tant respects. For example, he said, under the suspended rule 
the carrier was required to send notice of unclaimed freight 
to the owner or consignor only in the event the consignee was 
unknown or could not be located. 

The suspended rule, he said, excluded Sundays and holidays 
in the computation of the time within which all notices were 
required to be sent, and was not subject to conditions described 
in Notes 1 and 2 of the present rule. Under both the present 
and the proposed rule the expense incident to the sending of 
all notices was borne by the carrier. 

As to the suggestion that Sundays and holidays should be 
included in computing the time, the report said there were some 
practical considerations which should not be ignored. For ex- 
ample, it said, the office employes of the carriers and the ship- 
pers were not on duty, as a rule, on Sundays or holidays. If 
Sundays and holidays were included, the report said, but one 
business day as to perishables and three business days as to 
non-perihabies, would remain before notice would be due on 
shipments arriving at destinations on Saturdays. In disposing 
of the matter the Commission set forth the following conclusions 
and findings: 

The common carriers subject to the act are primarily engaged 


in transportation. It is not properly their function to provide stor- 
age for freight in cars after the transportation has been completed 


The Traffic World 








Vol. XLIX, No. 1 








except to the extent necessarily incident to delivery under norma] 
conditions. The present rule allows consignees of perishable freight 
three business days and of non-perishable freight five business days, 
after notice of arrival, to dispose of such shipments. Shipments 
still on hand after the periods specified as to which the consignees 
have neither paid the freight charges nor given instructions for place- 
ment, clearly remain undelivered. Under the present rule notices are 
not sent except in cases where the consignees have delayed dis- 
position of the shipments beyond a reasonable period. Under such 
circumstances the objections made by them or on their behalf, most 
of which pertain to their business relations with the consignors 
rather than to transportation conditions, can not be considered as 
controlling. Further, where shipments have been held beyond a rea- 
sonable period the consignors are entitled to knowledge of the fact 
in order that they may protect themselves against demurrage charges 
and loss through deterioration or market depreciation. 

We are of the opinion that refusal of the carriers to send con- 
signors notices of undelivered freight, subject to reasonable pro- 
visions intended to avoid unnecessary labor and expense and also 
subject to a reasonable charge for the service performed, would con- 
stitute an unreasonable practice under section 1 of the act. 

It is true that neither the present nor the suspended rule provides 
for any charges either to consignors or consignees for the sending of 
notices of refused or unclaimed freight. The suspended rule would 
require the sending of notices on only one car out of approximately 
every 12,000, whereas the present rule requires notices on one car 
out of every 100. It follows that our conclusion that notices should 
be required substantially as at present means that the respondents 
will have to send over 100 times as many notices as would be required 
under their proposed rule. In these circumstances respondents’ fail- 
ure to propose any charge in connection with their proposed rule does 
not constitute an admission that reasonable charges should not be 
imposed if they are to be required to continue sending notices sub- 
stantially as at present. 

It appears that the expense incident to the preparation and dis- 
patch of notices of refused or unclaimed freight, together with stand- 
ard telegraph tolls thereon, will average at least $1 per notice. 
A record pertaining to 441,982 cars discloses that 2,914 became un- 
claimed under the existing rule, of which 48 were disposed of by the 
consignors or owners. Should a charge of $1 be assessed on each 
car as to which a notice is sent, the average expense to the shippers, 
based on the above figures, would average considerably less than 
1 cent on each car. The rule in effect prior to February 24, 1929, 
provided that notices should be sent to consignors at their expense. 
It has been held that both consignors asd consignees are responsible 
for freight charges and that it is not within the province of the 
carrier to determine which is liable in particular cases. The provision 
for the sending of collect messages under the former rule is, therefore, 
subject to the objection that by tariff provision the carrier attempts 
to determine whether the consignor or consignee is responsible for 
particular charges. L 

We are of the opinion that a charge of $1 is not unreasonable 
and that such charge should be made against the shipment substan- 
tially in the same manner as demurrage or reconsignment charges are 
assessed without any attempt to fix responsibility as between the 
consignor or consignee for the payment of such charge. Apart from 
the benefit derived by the carrier from more prompt release of equip- 
ment, the benefit of notices of refused or unclaimed freight appears 
to accrue to the consignor rather than to the consignee, but, on the 
other hand, consignees may avoid the notice charge by unloading the 
shipments promptly, or, in cases where this is not possible, by paying 
the freight charges. 


Respondents propose no change in paragraph 4 of section D of 
rule 8, which provides that consignors shall not be held liable for 
demurrage charges between the date the notice of unclaimed freight 
should have been sent under the rule in question and the date it was 
actually sent, but, nevertheless, they object to any loss of demurrage 
charges when they fail to send notices. Having in mind that under 
the suspended rule notices would only have to be sent on approximately 
one car out of every 12,000, it is recognized that the likelihood of 
carriers losing demurrage charges through failure to send such notices 
under the proposed rule would be very small, while the possibility is 
much greater if notices are to be sent in future substantially as at 
present. But we do not agree that the carriers should be permitted 
to assess demurrage charges when through their own fault they do 
not comply with the provisions of the rule in issue. Admittedly, it is 
entirely within the power of carrier agents to send the notices, it being 
merely a matter of incurring the necessary labor and expense. In 
view of our conclusion to authorize a reasonable charge to recom- 
pense the carriers for the labor and expense incident to the sending 
of the notices, their objections to continued application of paragraph 4 
of rule 8D are without real merit. On the other hand, notice should 
be considered effective, when, due to an error, it is transmitted by 
mail instead of by telegraph. Manassa Timber Co. vs. New York 
Central R. R. Co., 160 I. C. C. 126. 

We find that the proposed schedules have not been justified. 
It should be understood, however, that our finding is without prejudice 
to the filing of new schedules establishing the rules set forth in the 
appendix hereto. 

We hereby approve and authorize the following addition to rule 8, 
section D, paragraph 4, of the demurrage rules: 

‘Provided, that if through error notice is transmitted by mail 
instead of by wire, this waiver of liability for demurrage charges 
shall terminate on the date such mailed notice is received by the 
consignor.,’’ 


The rule which the carriers may file, shown in an appendix 
to the report, follows: 


Rules and regulations applicable to carload freight refused or un- 
claimed at destination: 

1. When carload freight is refused at destination, this railroad 
shall, within twenty-four (24) hours (exclusive of Sundays and legal 
holidays), after being advised of refusal, send notice of such refusal 
by wire to the consignor or owner when known, or, when not known, 
to the agent at point of shipment, who shall promptly notify the con- 
signor, if known. 

2. (a) Except as otherwise provided in Note 1, when perishable 
carload freight has not been disposed of by this railroad and remains 
on hand undelivered at the expiration of three (3) days (exclusive of 
Sundays and legal holidays) from the first 7:00 a. m. after the day 
on which notice of arrival has been sent or given to the consignee 
or party entitled to receive same, a notice to that effect shall, within 
twenty-four (24) hourse thereafter be sent by wire to the consignor 
or owner when known, or when not known, to the agent at point of 
shipment, who shall promptly notify the consignor, if known. 

(b) Except as otherwise provided in Note 1, when non-perishable 
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carload freight has not been disposed of by this railroad and remains 
on hand undelivered at the expiration of five (5) days (exclusive of 
Sundays and legal holidays), from the first 7:00 a. m. after the day 
on which notice of arrival has been sent or given to the consignee 
or party entitled to receive same, a notice to that effect shall within 
twenty-four (24) hours thereafter be sent by wire to the consignor or 
owner when known, or when not known, to the agent at point of 
shipment, who shall promptly notify the consignor, if known, 

Note 1. Notices shall not be sent under the following circum- 


stances: . ‘ 
(a) As to unclaimed and refused shipments (except as noted) 


covered Ls straight bills of lading: 
(1) When actually placed on other than public delivery tracks, or 


on industrial interchange tracks. : 
2) When the consignee or party entitled to receive the freight 


( 
has paid the freight charges at destination. 
(3). When the consignee or party entitled to receive the freight 


has ordered, in writing, the car placed for unloading. . 
(4) When the consignor has advised either the destination or 
originating load-haul carrier, in writing, that such notice is not 


desired. 

(5) When consignor or owner has been previously sent or given 
a notice by wire that the car is being held at destination for dis- 
position instructions. (This provision does not apply to refused 


shipments.) 
(6) When the consignor and consignee are the same and has been 


sent or given a notice of arrival. 
(b) As to refused and unclaimed shipments covered by ‘‘to order 


bills of lading’’: 
When the bill of lading has been surrendered or indemnity bond 


furnished in lieu thereof. . 
Note 2. On each carload shipment as to which wire notice is sent 


in accordance with the above provisions a charge of $1 will be assessed 
against the shipment and collected as a part of the transportation 


charges thereon. 
(See Rule 8, Section D, Paragraph 4.) 


PEANUTS TO MISSOURI RIVER 


Another revision of rates on peanuts from the southeast to 
Missouri River territory, not later than March 28, has been 
ordered by the Commission, on further hearing, in No. 20455, 
Gordon Candy Co. vs. A. C. L. et al., and the cases joined with 
it. The other cases are No. 18726, Loose-Wiles Biscuit Co. vs. 
St. L.-S. F. et al.; No. 20008, Mueller-Keller Candy Co. et al. 
vs. A. T. & S. F. et al.; No. 20793, J. F. Garvey vs. A. B. & 
C. et al.; No. 21101, Gable Johnson Jury Co. et al. vs. A. F. 
& G. et al.; No. 21860, Loose-Wiles Biscuit Co. vs. M. P. et al.; 
No. 23326, C. F. Schobert Co. et al. vs. A. T. & S. F. et al.; 
and No. 23938, Chase Candy Co. et al. vs. A. T. & S. F. et al. 
These cases were filed at various times from 1926 to 1930, both 
years inclusive. They were disposed of, by divisions 2 and 3, 
in 136 I. C. C. 353, 157 I. C. C. 568, 163 I. C. C. 46 and 163 
I, C. C. 489. The findings in those former reports have been 
modified by those in this report on further hearing in so far as 
they are inconsistent with the findings made in this report. 

According to the view expressed by Commissioner Mc- 
Manamy in a dissent to this report, the findings of undue preju- 
dice and preference will require either a reduction in rates 
found not unreasonable or in an increase in rates to St. Paul, 
Minn. He said that if and when tariffs were filed containing 
increased rates to St. Paul they would have to be suspended 
so that nothing effective would be accomplished by the findings 
and order in this report. Commissioners Lewis and Mahaffie 
— a note to the report saying that they concurred in the 
result. 

The Commission found that the rates on raw peanuts, 
shelled or unshelled, carloads, from origins in the Virginia- 
Carolina and southeastern producing districts to Kansas City 
and St. Joseph, Mo., Atchison, Kan., Omaha and Lincoln, Neb., 
and Council Bluffs, Ia., were and would be unreasonable and 
unduly prejudicial, except those assailed in the title and Garvey 
complaints, to the extent that the rates to Kansas City, St. 
Joseph and Atchison were or might be made less than 5 cents 
under St. Paul, Minn., and to the extent that the rates to Omaha 
and Council Bluffs were or might be made less than 2.5 cents 
under St. Paul. The prior findings with respect to the rates 
from the southeast were corrected in connection with this find- 
ing by the insertion of the word “Georgia” after the word “Ala- 
bama” in 157 I. C. C. 563, 567, and by the insertion of the words 
“shelled or” after the word “peanuts” in 163 I. C. C. 46, 50. 

A further finding was that (a) the rates assailed from Vir- 
ginia and North Carolina were not and are not unreasonable 
or otherwise unlawful except that (b) the rates assailed from 
Norfolk and Suffolk, Va., via Cairo, Ill., and Memphis, Tenn., 
were unreasonable to the extent that they exceeded 117.5 cents 
to Kansas City, Atchison, and St. Joseph, and 120 cents to the 
other complaining destinations, (c) the rate to Lincoln from 
points in the Virginia cities group over the direct routes was 
and for the future would be, unreasonable to the extent that it 
exceeded or might exceed 100 cents, minimum 30,000 pounds, 
the customary differentials over or under the Virginia cities 
group to be observed in connection with the other rates from 
Virginia and North Carolina, and (d) the rates from Virginia 
and North Carolina via the direct routes to the complaining 
destinations other than to Lincoln were, and for the future 
would be, unduly prejudicial and unduly preferential to the ex- 
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tent that they exceeded or might exceed the corresponding 
rates to St. Paul by more than 6 cents. 

Reparation was awarded to complainants who had made 
proof of shipments and the paying of charges. The Commis- 
sion said there was doubt as to the freight charges having been 
paid or borne by Seavey & Flarsheim Brokerage Co. and Gable 
Johnson Jury Co., complainants in No. 21101, and by Kohn 
Brothers Brokerage Co., complainant in No. 20455, on some of 
the shipments covered by the complaints. They were author- 
ized, however, to make rule V statements. 

In connection with the prior report in No. 20455 and No. 
20793, 157 I. C. C. 563, division 3 issued fourth section order No. 
10201 denying certain of the relief requested. In connection 
with the prior report, in No. 21860, 163 I. C. °C. 439, division 3 
issued fourth section order No. 10388, denying certain of the 
relief requested. The Commission in this report said that these 
reports had been complied with. In response to the request of 
the railroads the Commission said that the denial in the former 
orders should be understood to be without prejudice to any 
future applications in connection with the revision of the rates 
in the various classes and related commodities. 


COMMISSION REPORTS 


Oranges 


No. 24249, Gentile Bros. Co. vs. A. C. L. et al. By division 
3. Dismissed. Charges collected, seven carloads of oranges, 
in bushel baskets, Winter Park, Fla., to New York, N. Y., and 
Jackson, Mich., not shown to have been unreasonable. Com- 
missioner McManamy dissented. 
Lumber 


No. 23978, Pensacola Creosoting Co. vs. Central of Georgia 
et al. By division 3. Rates, lumber and articles taking the 
same rates, Pensacola, Fla., to distinations in Alabama and 
Georgia not unreasonable in the past but unreasonable for the 
future to the extent they may exceed rates under the Southern 
lumber scale for the short line distances from Pensacola. Com- 
missioner McManamy dissented, being of the view that repara- 
tion should have been awarded. New rates to be effective not 
later than March 21. 

Rough Quarried Stone, Etc. 


I. and S. No. 3603, stone from Missouri points to Kellogg, 
Ill. By division 3. Proposed cancellation of joint proportional 
rates, Marbleton, Rush Tower, and St. Marys, Mo., to Kellogg, 
Ill, rough quarried natural stone (other than bituminous 
asphalt rock), and on broken and crushed stone, found justified. 
Suspension ordered vacated and proceeding discontinued. The 
cancellation was proposed so as to preserve the long haul to 
the St. Louis-San Francisco. 

Fruit and Vegetable Track Storage 

No. 23567, Eastern Shore of Virginia Produce Exchange vs. 
Pennsylvania. By division 3. Dismissed. Team track storage 
charges, stations on defendant’s Norfolk division, fruits and 
vegetables, not unreasonable or otherwise unlawful. 

High Explosives 

No. 23840, Illinois Powder Manufacturing Co. vs. A. & E. 
et al. By division 3. Rates, high explosives, carloads and less- 
than-carloads, Grafton, Ill., to points in Arkansas, Kansas, Louis- 
iana, Missouri, Oklahoma and Texas not unreasonable or other- 
wise unlawful in the past. Carload rates for the future found 
unreasonable to the extent they may exceed rates obtained by 
adding differentials of 10 cents to the first class rates contem- 
poraneously maintained from St. Louis to points up to 550 miles 
therefrom, and by adding 8 cents to the first class rates to 
points beyond 550 miles from St. Louis. Less-than-carload 
rates for the future found unreasonable to the extent they may 
exceed rates obtained by adding differentials of 20 cents to the 
double first class rates contemporaneously maintained from St. 
Louis to points up to 550 miles therefrom and by adding 16 
cents to the first class rates to St. Louis to points beyond 55t 
miles therefrom. New rates to be effective not later than March 
28. Reparation denied. 

School Books 


No. 24154, American Book Co. vs. B. & O. et al. By division 
3. Dismissed. Rates, school books, between Bloomfield, N. J., 
and Cincinnati, O., between Bloomfield and Chicago, IIll., and 
between Cincinnati and Chicago, not unreasonable. 
Sweetclover Seed 
No. 24345, Mangelsdorf Seed Co. vs. A. T. & S. F. et al. By 
division 3. Rates, sweetclover seed, carloads, points in Minne- 
sota, the Dakotas, and Nebraska to Atchison, Kan., unreasonable 
to the extent they exceeded the contemporaneous class D rates. 
Reparation awarded. 
Ground Barytes 


No. 24208, Highland Cordage Co. et al. vs. Southern et al. 
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By division 3. Dismissed. Rates and minimum weight, ground 
barytes, St. Louis, Mo., to Hickory and Granite Falls, N. C., 
not unreasonable or in violation of the fourth section. 


Sweet Potatoes 


No. 24127, Traffic Bureau-Lynchburg Chamber of Commerce 
for L. E. Lichford vs. N. & W. et al. By division 3. Dismissed. 
Charges, sweet potatoes, West Alliance and Beaufort, N. C., to 
Lynchburg, Va., not unreasonable. 


Calcimine 


No. 24213, Salt Lake Glass & Paint Co. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rate, calcimine (kalsomine), 
Chicago, IIl.,*to Salt Lake City, Utah, not unreasonable. 


Pipe and Fittings 
No. 23903, Krupp Foundry Co. et al. vs. Central of New 
Jersey et al., and a sub-number, Florence Pipe Foundry and 
Machine Co. vs. Same. By division 3. Dismissed. Rates, cast- 
iron pipe and fittings, Lansdale and Quakertown, Pa., Bridgeton, 
Somerville and Florence, N. J., and Chattanooga, Tenn., to des- 
tinations within 500 miles of the named points, not unreasonable 
or otherwise unlawful. Intrastate rates, cast-iron pipe and fit- 
tings, between points in Ohio, not unduly prejudicial to com- 
plainants, in violation of section 13 of the interstate commerce 
act. 
Clay Sewer Pipe 


No. 22717, John W. Moore Construction Co. vs. C. R. I. & 
P. et al., and a sub-number, Roy Irick vs. A. T. & S. F. By 
division 5. Rates, clay sewer pipe, Kansas City and Deepwater, 
Mo., and Pittsburg, Kan., to Alamogordo, N. M., and Pueblo, 
Colo., to Belen, N. M., unreasonable, to the extent they exceeded 
or may exceed 17.5 per cent of the southwestern scale, first 
class rates, for equivalent distances plus corresponding differ- 
entials for hauls in New Mexico and in Oklahoma and Texas 
differential territories under the scale of differentials prescribed 
in the southwestern revision for application in Texas differ- 
ential territory computed in the manner designated in that re- 
vision and subject to the same grouping provisions as in the 
findings in Standard Fire Brick Co. vs. G. C. & S. F., 168 I. C. 
C. 737, minimum 26,000 pounds, subject to Rule 34. New rates 
to be effective not later than March 28. Reparation awarded. 
Commissioner Mahaffie noted a dissent. 


Metal Furniture 


No. 23440, Rome Company, Inc., vs. A. G. S. et al. By divi- 
sion 3. Dismissed. Rates, metal beds, day beds, couches, cots and 
couch hammocks, bed springs and mattresses, Rome, N. Y., Chi- 
cago, Ill., and Baltimore, Md., to destinations in official and 
southern territories, not unreasonable in the past’ or unduly 
prejudicial. Rates for the future prescribed in Furniture Case, 
ae 4... ©. &. 

Fish Oil 

No. 23979, Atlas Refinery vs. Central of New Jersey et al. 
By division 3. Rate, fish oil, in tank cars, Southport, N. C., to 
Newark, N. J., unreasonable to the extent it exceeded 47.5 cents 
subject to minima prescribed in Cook, Swan & Young Corpora- 
tion vs. Apalachicola Northern, 155 I. C. C. 646, namely, in tank 
cars with a capacity of 60,000 pounds or less, 98 per cent of 
the shell capacity of the tank, when in tank cars with a 
capacity of more than 60,000 pounds. Reparation awarded. The 
report said the reasonableness of the present rates on fish oil 
in this territory was being considered in No. 17000, part 8, 
Hoch-Smith cottonseed, its products and related articles. 


Glauber Salts 


No. 23981, North Carolina Hosiery Manufacturers’ Traffic 
Association vs. B. & M. et al. By division 3. Dismissed. Rail- 
water-rail rate, glauber salts, Marcus Hook, Pa., to Burlington, 
N. C., not unreasonable. 


Feeder Cattle and Sheep, Etc. 


No. 21564, Shaw Brothers et al. vs. Apache Railway Co. et al., 
and a sub-number, Washburn & Condon et al. vs. G. H. & S. A. 
et al. By division 5. Rates, feeder cattle and feeder sheep, points 
in Arizona, New Mexico, and Texas to destinations in the Imperial 
Valley of California, and on fat cattle and calves, from points in 
the same origin territory to Los Angeles, Calif., unreasonable 
to the extent that on fat cattle from points other than those 
on the Apache Railroad they exceeded those on cattle named in 
the so-called Cactus scale, 81 I. C. C. 115, sufficiently extended 
by 50-mile blocks at a rate of progression of 3.5 cents for every 
100 miles; on calves on single-deck cars to the extent they 
exceeded those found reasonable for the past in No. 19785, Asso- 
ciated Meat Co. et al. vs. T. & P. et al.; and on feeder cattle and 
feeder sheep to the extent that they exceeded rates 85 per cent 
of those herein found reasonable for the past on fat cattle. 
Reparation awarded. Commissioner Tate concurred in the basis 
fixed for reparation, but reserved the right to change his con- 
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currence if the case ever became a whole commission Case, 
because of his views with respect to the reparation rule laiq 
down in the Darnell-Taenzer Case, 245 U. S. 531 (38 S. Ct. Rep 
186). 
Plaster and Plaster Board 

No. 22561, Texas Cement Plaster Co. vs. Central of Georgia 
et al. By division 3. Supplemental report on reconsideration, 
Report in 173 I. C. C. 260, modified so as to correct the premise 
upon which the Commission based its conclusions in the report 
of March 25, 1931, 173 I. C. C. 360, as to the application of the 
combination rule on mixed shipments of plaster and plaster 
board. The original report in this case was 168 I. C. C. 616. 


Sand and Gravel 
No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al. By divi- 
sion 4. Upon agreement of parties original report and order 
herein, 132 I. C. C. 200, modified so as to permit the substitution 
of distance-scale rates prescribed on sand and gravel from La 
Grange, Mo., to points in southeastern Iowa on the lines of the 
Burlington, in later cases. The later cases mentioned are 
McGrath Sand & Gravel Co. vs. A. T. & S. F., 165 I. C. C. 454, and 
Terry & Lewis Sand & Gravel Co. vs. C. B. & Q., 168 I. C. C. 623, 
Rates in accordance with the scales in those cases are to be 

made effective not later than February 1. 


Fruit Track-Storage Charges 
No. 23961, H. Americus & Co et al. vs. Pennsylvania. By 
division 3. Dismissed. Track-storage charges, fresh fruits and 
fresh and green vegetables, at Pittsburgh, Pa., produce yards, 
applicable and not unreasonable or otherwise unlawful. 


Lumber Transit 


I. and S. No. 3637, transit rules on lumber and related 
articles at Terre Haute, Ind. By division 3. Proposed cancella. 
tion of transit arrangements at Terre Haute, Ind., on lumber 
and related articles, originating on or moving over lines of the 
Southern Railway, not justified. Suspended schedules ordered 
canceled and proceedings discontinued. 


Order-Notify Car Holding 
No. 23993, Federated Metals Corporation vs. Terminal Rail- 
road Association of St. Louis et al. By division 3. Dismissed. 
Practice of defendants of holding at East St. Louis, IIl., ship. 
ments consigned to St. Louis, Mo., moving under order-notify 
bills of lading, for the surrender of the bills of lading, not shown 
to have been unreasonable. 


Radio Receiving Sets 


No. 24027, Brunswick-Balke-Collender Co. et al. vs. C. G. W. 
et al. By division 3. Dismissed. Rate and rating, carload 
shipments, radio receiving sets, Schenectady, N. Y., to Dubuque, 
Ia., not unreasonable. 

Fuel Oil 

No. 24081, Danville Oil Co. vs. B. & O. et al. By division 3. 
Dismissed. Rate, fuel oil, tank cars, Curtis Bay, Md., to Dan- 
ville, Va., not unreasonable. 


Lumber 


No. 23548, Egbert-Hay-Fobes Co. vs. Grand Trunk et al., and 
a sub-number, Same et al. vs. N. Y. C. et al. By division 3. 
Rates, lumber, Goshen, Ind., to Allegan, Detroit, Flint, Holland, 
Grand Rapids, Lansing, Plymouth and Pontiac, Mich., applicable. 
Rate, Goshen to Chicago, Ill. on traffic moving locally over 
New York Central, inapplicable. Applicable rate was and is 
16 cents. Failure of defendants to publish and apply from 
Goshen to Flint, Plymouth and Pontiac a rate of 18.5 cents main- 
tained from Chicago to the same destinations found to have 
resulted in charging of a rate that was unjust and unreasonable 
to the extent that it exceeded 18.5 cents, the present applicable 
rate. Reparation awarded. 


Steel Stampings 
No. 23662, W. K. M. Co., Inc., vs. C. C. C. & St. L. et al. By 
division 3. Dismissed. Rates, steel stampings, carloads, Toledo, 
O., to Houston, Tex., not unreasonable. 


Carbon Black 
No. 24134, Southern Carbon Co. vs. A. C. & Y. et al., and 
four sub-numbers thereunder, Same vs. C. & E. I. et al., Same 
vs. M. P., Same vs. B. & O. et al., and Monroe-Louisiana Carbon 
Co. vs. M. P. et al. By division 3. Rates, carbon black, East 
Akron, O., to Upco, La., and from Akron, O., to Swartz, La., 
unreasonable to the extent they exceeded 91.5 cents, minimum 
40,000 pounds. Reparation awarded. Rates, like traffic, Hornell, 
N. Y., and Dupo, Ill., to Upco, La., and from Akron, O., to Han- 
cock, La., not unreasonable. 
Scrap Paper 


No. 23690, South West Box Co. vs. Arkansas Valley Inter- 
urban et al. By division 3. Rate, scrap paper, Sand Springs, 
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Okla., to Hutchinson, Kan., not unreasonable in the past. The 
report said no finding for the future was necessary in view of 
the finding in the last report in Scrap or Waste Paper, 176 I. 
c. C. 293. 
Wheat 
No. 24412, Willis Norton Co. vs. C. R. I. & P. By division 3. 
Rates, wheat, points in Kansas, Colorado and Nebraska, accorded 
transit at Topeka, Kan., and the wheat products, bran and 
shorts, inapplicable. Applicable rates found to have been those 
published to apply to bran and shorts. Reparation awarded. 
Chairman Brainerd noted a dissent. 


Coiled Hot-Rolled Steel 


No. 23891, J. D. Crosby Co. vs. Pennsylvania et al. By divi- 
sion 3. Dismissed. Rates, coiled hot-rolled steel, points in 
Ohio, Pennsylvania, West Virginia and New York to Pawtucket 
R. I., not unreasonable or otherwise unlawful. 


Iron Chains, Etc. 

No. 24504, Gates Hardware Co. vs. M.-K.-T. By division 3. 
Dismissed. Rates, mixed carload, iron chains and agricultural 
implement parts, and a straight carload of plain iron hinges 
other than spring, St. Louis, Mo., to Tulsa, Okla., not unrea- 
sonable. 

Bananas 

No. 23956, Caruso, Rinella, Battaglia Co., Inc., vs. N. Y. C. 
et al. By division 3. Dismissed. Rates, imported bananas, 
New York Harbor, N. Y., to Gloversville, N. Y., not unreasonable. 


Coal 


No. 23141, Southern Cotton Oil Co. vs. C. R. I. & P. et al. 
By the Commission. Upon reconsideration, finding that the 
rate, coal, mines in Alabama to Newport, Ark., was unreason- 
able in the past, reversed. New finding is that it was not un- 
reasonable. Reparation denied. Former report, 174 I. C. C. 
417, modified in part. Commissioner Eastman noted a concur- 
rence in the result. Chairman Brainerd and Commissioners 
McManamy and Farrell noted a dissent. 


PROPOSED REPORTS 


Abrasive Refuse 


No. 24640, Abrasive Co. vs. Erie et al. By Examiner Paul 
A. Colvin. Dismissal proposed. Rates, abrasive refuse, Brides- 
burg (Philadelphia), Pa., to Blasdell, N. Y., not unreasonable. 


Silicon Carbide 

No. 24609, Abrasive Co. vs. Erie et al. By Examiner Paul 
A. Colvin. Rate, charged, silicon carbide, Blasdell, N. Y., to 
Bridesburg (Philadelphia), Pa., inapplicable in certain instances. 
Applicable rate unreasonable to the extent it exceeded the rate 
charged, but not otherwise unlawful. Rate, same commodity, 
Blasdell to Frankford (Philadelphia), Pa., not unreasonable or 
unduly prejudicial in the past, but unreasonable for the future 
to the extent it may exceed the rate to Bridesburg. New rate 
recommended. 

Spinach 

No. 24540, George Allison & Co., Inc., et al. vs. Norfolk 
Southern et al. By Examiner C. Garofalo. Rate, spinach in 
bushel baskets, Diamond Springs and Herberts, Va., to Jersey 
City, N. J., and New York, N. Y., inapplicable, to the extent 
it exceeded 13.5 cents at an estimated weight of 50 pounds. 
Reparation of $160.51 proposed. 


Cc. ST. L. & N. O. ABANDONMENT 


Examiner O. D. Weed, in a proposed report in Finance No. 
8908, has recommended that the Commission find that the 
present and future public convenience and necessity permit the 
abandonment by the Chicago, St. Louis & New Orleans Railroad 
Company, and the abandonment of operation by the Illinois 
Central Railroad Company, of their so-called Troy branch, ex- 
tending from Moffat to Troy, 4.41 miles, in Obion county, Tenn. 
Citizens of Troy and the surrounding territory intervened in 
opposition to the granting of the application. The Illinois Cen- 
tral controls the C. St. L. & N. O. through ownership of more 
than 99 per cent of its capital stock. 

The examiner said the small volume of, and the decline in, 
traffic of the branch line were attributed largely to the use of 
automobiles and trucks and the new hard-surfaced roads that 
had been built in recent years for their operation. 


MOUNT HOOD BONDS 


The Commission, by division 4, with Commissioner Eastman 
noting a dissent, in Finance No. 9047, Mount Hood Railroad Co. 
bonds, has authorized the carrier mentioned to issue not ex- 
ceeding $500,000 of 6 per cent first mortgage refunding gold 
bonds, to be exchanged at par, for a like amount of the ap- 
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plicant’s matured 6 per cent first mortgage gold bonds. The 
bonds matured January 1, 1927. Ninety-nine per cent of the 
outstanding bonds have been deposited by their holders under 
an agreement to waive all interest accrued after January l, 
1927, and to accept the refunding bonds in lieu of the original 
and accrued interest. The applicant said arrangements had 
been made to buy such of the bonds as were not deposited and 
have the new holders deposit them. Thereby the company 
avoids the possibility of a receivership with its attendant delay 
and expense. No one objected to the arrangement. 


FRISCO BONDS 


The Commission, by division 4, in a supplemental order, 
in Finance No. 8867, St. Louis-San Francisco Railway Co. bonds, 
upon consideration of the supplemental application of the car- 
rier has modified the second ordering paragraph of the order 
of June 25, 1931, 175 I. C. C. 129, so as to authorize the applicant 
to pledge and repledge to and including June 30, 1933, not ex- 
ceeding $2,621,000 of the $6,242,000 of its consolidated-mortgage 
6 per cent gold bonds, series B, as collateral security for a 
note or notes in the aggregate amount of $1,474,722, to be issued 
by it to the Chase National Bank, New York City, and for any 
note or notes which may be issued in renewal thereof. 

The order as issued authorized the carrier, among other 
things, to pledge and repledge, from time to time, to and includ- 
ing June 30, 1933, $6,242,000 of its consolidated-mortgage 6 per 
cent gold bonds, as collateral security for any short-term note 
or notes which it might issue within the limitations of section 
20a (9). 


EXCESS INCOME. REPORTS 


Finance No. 3797, excess income of Lake Terminal Railroad 
Co. Commission, by division 1, has determined that carrier did 
not receive excess net railway operating income for the period 
March 1, 1920, to December 31, 1920, and the calendar years 
1923, 1924, 1925 and 1926. Excess net railway operating income 
of $30,753.94 found to have been received for the years 1921 
and 1922 and amount recapturable by Commission, $15,376.97, 
based on valuations of carrier property of $2,910,000 for 1921 
and $2,825,000 for 1922. Order entered requiring payment of 
$15,376.97, with 6 per cent interest from date of order, within 
90 days from November 20, 1931. 

Finance No. 3758, excess income of Hannibal Connecting 
Railroad Co. Commission, by division 1, has determined that 
carrier did not receive excess net railway operating income for 
the period March 1, 1920, to December 31, 1920, and the calendar 
year 1921. Excess net railway operating income amounting to 
$58,910.84 found to have been received for the years 1922 to 
1925, inclusive, and amount recapturable by Commission, $29,- 
455.42, based on valuations of $179,000 for 1922; $190,000 for 
1923; $202,000 for 1924, and $200,000 for 1925. Order entered 
requiring payment of $11,922.91, with 6 per cent interest from 
date of order, within 90 days from November 13, 1931. Carrier 
has paid $10,619.33 on account of the year 1922 and $6,913.16 
on account of the year 1923. 


Ss. A. L. ABANDONMENT 


The Seaboard Air Line Railway Company and its receivers 
have been authorized by the Commission, division 4, in Finance 
No. 8767, to abandon the so-called Loganville branch in Gwin- 
nett and Walton counties, Ga., extending from Lawrenceville 
to Loganville, approximately 9.74 miles. Protest against aban- 
donment was made by residents of the area served by the line. 

The effect of motor vehicle competition on the branch is 
indicated in the report which says that the heaviest loss of 
traffic from the branch to trucks has occurred in the movement 
of cotton, cottonseed and general merchandise. 

“Of approximately 7,000 bales of cotton ginned in 1930 at 
points located on and tributary to the branch only 973 bales 
moved by railroad, and of approximately 2,800 tons of cotton- 
seed produced only 812 tons were so handled,” says the report. 
“These figures are fairly representative of the situation in 
previous years. In October, 1930, the Seaboard Air Line re- 
duced rates on cotton in an effort to reclaim some of the traffic 
moving by trucks, but no substantial improvement has been 
noted.” 

The Commission said it appeared clear from the record 
that there was not sufficient traffic available to the Loganville 
branch to justify its continued operation, and that the conten- 
tion of the applicants that the future held no promise of addi- 
tional development in the area traversed or increased traffic for 
the branch was not controverted by any facts submitted by the 
protestants. Continuing, the Commission said: 


It is inferred by the protestants that the construction of the 
branch line was aided by donations from residents of the area 
traversed, particularly Loganville, and that the branch was turned 











PAGE 16 





over to the predecessors of the applicants under promise that it 
would be operated for 99 years. It is contended that the applicants 
should be required to fulfill the alleged promise. We have heretofore 
held that the fact that a railroad has received public aid in the 
construction of its line is not controlling on the question of the right 
to abandon. Abandonment of Lines by C. N. E. Ry., 94 I. C. C. 408, 
and cases therein cited. 


FINANCE APPLICATIONS 


Finance No. 9086. St. Paul & Kansas City Short Line Railroad Co. 
asks authority to issue and deliver $11,357,000 of 4% per cent first 
mortgage bonds to the Chicago, Rock Island & Pacific Railway Co., 
row indebtedness, and the Rock Island asks authority to guarantee 
them. 

Finance No. 9089. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to abandon 7.29 miles of line from Fifth Ave- 
pom in Hopkins to terminus of line at Deephaven, Hennepin county, 
Minn. 

Finance No. 9090. Galveston, Harrisburg & San Antonio Railway 
Co. and Texas & New Orleans Railroad Co. ask authority to abandon, 
as to operation, branch line, track of which is to be retained as a 
terminal or industrial facility, beginning at point of connection with 
applicants’ Houston-Galveston main line at station of Strang and 
extending to engineer’s station 152 plus 37, approximately 2.8 miles; 
and for T. O. to abandon operation, and G. H. & S. A. to 
abandon line from engineer’s station 152 plus 37 to Seabrook, ap- 
proximately 9.8 miles, in Harris county, Tex. The lines were con- 
structed to afford passenger train service, which is no longer needed, 
due to paved roads and almost universal use of automobiles. 

Finance No. 9091. Kosciusko & Southeastern Railroad Co. asks 
authority to abandon its line from Kosciusko to Zama, Miss., 16.3 
miles, because lumber mill, the only industry served by the line, has 
permanently discontinued operations. 

Finance No. 8808. Kentucky & Indiana Terminal Railroad Co. 
asks authority to pledge $351,000 of first mortgage 4% per cent gold 
bonds as collateral security for short term notes. Applicant said it 
now had or presently would have outstanding $275,000 of short term 
notes with the Citizéns Union National Bank of Louisville, Ky. 

Finance No. 8845. Supplemental application of Philadelphia, Balti- 
more & Washington Railroad Co. for authority to issue and deliver 
to the Pennsylvania Railroad Co. $5,800,000 of 5 per cent gold bonds, 
series D, in lieu of like amount of 4% per cent bonds heretofore 
authorized by the Commission. Pennsylvania asks authority to guar- 
antee the bonds. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9065, authorizing the Chicago & 
Eastern Illinois Railway Company to issue and to renew from time 
to time not exceeding $7,326,764 of promissory notes, and to pledge 
and repledge as collateral security therefor not exceeding $5,262,500 
of series A, and $3,590,200 of series B, prior-lien mortgage bonds, 
approved. 

Report and order in F. D. No. 9049, authorizing the New York, 
Ontario & Western Railway Company to assume obligation and lia- 
bility, as indorser, in respect of not exceeding $1,610,000 of promis- 
sory notes to be issued by the Scranton Coal Company, approved. 

Report, certificate and order in F. D. No. 9027, (1) authorizing 
the Iberia & Vermilion Railroad Company and the Texas & New 
Orleans Railroad Company, lessee, to construct and operate a line 
of railroad in Vermilion Parish, La.; and (2) denying request for 
permission to retain excess earnings, approved. 


COMMISSION ORDERS 


No. 23637, Shaffer Oil & Refining Co. vs. A. & St. A. B. et al. 
Order modified to become effective on or before January 26, 1932, 
upon not less than 10 days’ notice instead of 30 days’ notice. 

No. 24714, Allied Oil Co., Inc., vs. A. C. & Y. et al. Standard Oil 
Co. (Indiana) permitted to intervene. 

No. 24846, Edgar E. West and Fred S. James, doing business as 
Platte Valley Potato Growers Marketing Co. vs. Arkansas et al. 
Board of Railroad Commissioners of State of North Dakota permitted 
to intervene. 

No. 24586, Terre-Haute Paper Co. et al. vs. A. A. et al. 
see Extract Corporation permitted to intervene. 

No. 15373, Piedmont Oil Co. vs. A. & V. et al., and No. 16684, 
Florence Chamber of Commerce vs. A. & V. et al. Proceedings re- 
opened for further hearing, in so far as they concern lawfulness of 
rates in past and reparation. 

No. 23005, Robert Morton Organ Co. vs. A. G. S. et al. Order en- 
tered June 22, 1931, vacated and set aside. 

No. 24786, Dawson Produce Co. et al. vs. A. T. & S. F. et al. 
M. H. Stephens Produce Co. and Wood & Co. permitted to intervene. 


Tennes- 


PETITIONS FOR REHEARING, ETC. 


No. 9308, Indianapolis Chamber of Commerce et al. vs. C. C. C. 
& St. L. et al. Illinois Freight Association carriers, defendants, ask 
modification of order entered on December 29, 1920, herein, so as to 
prescribe rates corresponding to those prescribed for application in 
the same territory in No. 16746, Eastern Live Stock Cases of 1926, 
and related cases. 

No. 23397, Frank Brenner et al. vs, A. & Y. et al. J. E. Tilford, 
agent for defendant carriers, asks amendment of order so as to per- 
mit publication of prescribed rates by giving five (5) instead of fifteen 
(15) days’ notice. 

No. 23397. Frank Brenner et al. vs. A. & Y. et al. Defendants ask 
modification and postponement of order. 

. Ss. - Iron or steel pipe in W. T. L. territory. Manufac- 
turers, sellers and shippers of iron or steel pipe, fittings, couplings 
and connections located in official classification territory, ask for vaca- 
tion of certain portions of order of December 2, 1931, and for a 
general investigation of rates on iron or steel pipe, fittings, couplings 
and connections to, from and between points in western trunk line 
territory. 

No. 10804, Barnett Oil & Gas Co. vs. Director General, as agent, 
Louisville & Nashville et al. Defendants ask that order of September 
4, 1925, directing them to continue in effect a rate of 29% cents on 
crude petroleum in tank cars from Irvine and Beattyville, Ky., to 
Blue Island, Ill., be vacated and set aside. 

No. 17000, part 4, rate structure investigation, petroleum and 
petroleum products. The American Short Line Railroad Association 


asks modification of Commission’s report entered herein on January 
5, 1931, and as amended July 7, 1931, so as to include in the list 
of short or weak lines shown in appendix 20, the following: Wash- 
ington, Brandywine & Point Lookout; 


Maryland & Pennsylvania; 
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Mount Jewett, Kinzua & Riterville; and Ferdinand and to exempt 
Woodstock Railway from complying with Commission’s decision jp 
17000, part 4, and 18458, general petroleum investigation. 

No. 23838, Sonken-Galamba Corporation vs. A. T. & S. F. et al, 
Complainant asks reconsideration of report and findings of division 3, 

No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al., and No. 24099, 
Missouri Gravel Co. vs. C. B. & Q. et al. Certain defendants and 
successors in interest of defendants ask for rehearing in No. 17789 
and consolidation for further hearing with No. 24099. 

No. 17977, Great Southern Refining Co. vs. A. C. & Y. et al, 
Defendants ask Commission to cancel its outstanding order requiring 
them to continue in effect the rates on petroleum and its products 
from Pryse, Ky., to various points in O., Ind. and Mich. 

No. 17000, part 7, rate structure investigation, grain and grain 
products within western district and for export. Great Northern asks 
for modification of order. 

No. 23792, Root Glass Co. vs. E. I. & T. H. et al. L. R. Powell, 
Jr., and E. W. Smith, receivers of S. A. L., and defendants herein, 
ask reconsideration and reargument, before entire Commission of the 
decision of Division 5, in so far as that decision denies their motion 
to be dismissed as defendants. If entire Commission should decline 
to review this portion of the decision, then petitioners ask for a 
reconsideration by, and reargument before, division 5. 

No. 13535, consolidated southwestern rate cases, fruit jar tops, 
straight carloads, and cases grouped therewith. Freight Traffic De- 
partment of Corporation Commission, of Oklahoma, asks for an order 
granting the carriers’ petition filed by F. A. Leland, November 23rd, 


SUSPENDED TARIFFS 


In I. and S. No. 3685, the Commission has suspended from 
December 28 until July 28 schedules in Batlimore & Ohio tariffs 
as follows: Supplement No. 11 to I. C. C. No. 2601; supplement 
No. 8 to I. C. C. No. 2690; supplement No. 14 to I. C. C. No. 2720, 
The suspended schedules propose to reduce the rates 10 cents 
per ton of 2,240 pounds on bituminous coal, in carloads, from 
the Indian Creek Valley branch lines on the Baltimore & Ohio, 
in western Pennsylvania, to destinations on the Central of 
New Jersey, the Reading and the Staten Island Rapid Transit, 
including transshipment rates to Philadelphia, Pa., and New 
Yoru, N.Y. 

In I. and S. No. 3686, the Commission has suspended from 
December 29, 1931, until July 29, schedules in supplement No. 
8 to joint tariff, Boyd’s I. C. C. No. A-2159, Fonda’s I. C. C. No. 
300, Johanson’s I. C. C. No. 2277 and Toll’s I. C. C. No. 1259. 
The suspended schedules propose to establish a rule providing 
that when grain is shipped in mixed carloads with certain seeds 
taking grain rates, or with seeds taking 112 per cent of the 
grain rates, the entire carload will be rated at 112 per cent of 
the grain rates, whereas at present the mixture rule provides 
that in mixed carloads each commodity will take its own rating 
for its actual weight subject to specified minima. 


PENNSYLVANIA CLAYTON CASE 


The United States Circuit Court of Appeals at Philadelphia 
has indefinitely postponed the argument in No. 4638, Pennsyl- 
vania Railroad Co. and Pennsylvania Co., petitioners vs. Inter- 
state Commerce Commission, the case in which the Pennsyl- 
vania companies are trying to have the court set aside the 
Commission’s order directing them to divest themselves of all 
the stock of the Lehigh Valley and the Wabash held by them. 
The divestment order was issued May 6, 1929. It was issued 
on a finding by the Commission that the acquisition of that 
stock was in violation of the Clayton anti-trust law. 

Argument was to have been made in the matter in the 
first week in January. The Pennsylvania asked for a continu- 
ance. Henry Wolf Bikle for the Pennsylvania, and William H. 
Bonneville, for the Commission, appeared before Circuit Judges 
Buffington and Thompson, on December 28, to argue on that 
request for a continuance. 

Judge Buffington, by drawing attention to the low price of 
Wabash stock and the receivership of that company, suggested 
that this was no time to enforce the Commission’s order requir- 
ing divestment. Mr. Bonneville suggested that the Pennsylvania 
interest had had more than a year in which to trustee the stock 
as had been done in other similar cases. The Commission, he 
said, had no court decisions under the Clayton act to guide itself 
in such proceedings and that it was anxious to find out whether 
its construction of that statute was the correct one in the eyes 
of the court. The judge also brought to the front the fact that 
the Commission had not disposed of the question of the alloca- 
tion of the Lehigh Valley and the Wabash as raised in the 
four-system plan presented by four eastern trunk lines. 

In view of such things, the court said, it would continue the 
argument indefinitely until the Commission had disposed of the 
consolidation questions. And, he added, that Mr. Bonneville 
might suggest to the Commission that it expedite the consolida- 
tion matter and come to a conclusion as to what should be 
done with the Lehigh Valley and the Wabash. 


POSITIONS OF F, E. WILLIAMSON 
The Commission has granted the application of Frederick 
E. Williamson to hold the positions of director and president 
of the New York Central Railroad Co., and other carriers. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeal of Louisiana, Second Circuit.) Pro- 
visions of carrier’s tariffs and classifications on file with Inter- 
state Commerce Commission have force of statutes. (Breazeale 
vs. American Railway Express Co., Inc., 137 So. Rep. 585.) 

In case of discrepancy between bill of lading and carrier’s 
rules approved by Interstate Commerce Commission, published 
rules govern.—Ibid. 

In suit for damage to interstate shipment, certified copy 
of carrier’s schedules and rules as filed with Interstate Com- 
merce Commission, held admissible as against claim bill of 
lading controlled.—Ibid. 

In suit for damage to interstate shipment of china and cut 
glass, plaintiff had burden of proof to show articles were 
properly packed and marked.—Ibid. 

Where plaintiff sued for damage to interstate shipment of 
china and cut glass, and failed to prove articles were properly 
packed and marked, it was incumbent upon plaintiff to prove 
carrier negligent.—Ibid. 

Evidence held insufficient to show carrier was liable for 
damage to shipment of china and cut glass.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Iowa.) In action for damages on account 
of failure to furnish car, rule that orders for cars must be given 
or confirmed in writing held properly admitted. (Jackson & 
Crawford vs. Chicago, B. & Q. R. Co., 238 N. W. Rep. 912.) 

Rule filed with Railroad Commission that orders for cars 
must be given or confirmed in writing cannot be waived by 
carrier (Code 1927, Secs. 8038, 8083).—Ibid. 

Agent’s memo of oral order for car did not comply with 
carrier’s rule that orders for cars must be given or confirmed in 
writing.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(District Court, W. D. Virginia.) Accounting order of 
Interstate Commerce Commission regarding railroad’s invest- 
ment in coal mines held not mere negative order or step in 
rate-making or recapture proceeding, and therefore reviewable 
by court (Interstate Commerce Act, Sec. 20, Pars. 1 and 5, as 
amended, 49 USCA, Sec. 20 [1], 5]). 

Accounting order of Interstate Commerce Commission 
sought to be reviewed directed the railroad to include its in- 
vestment in certain coal mines under balance sheet account 
705, which embraces miscellaneous or nontransportation prop- 
erty. (Norfolk & W Ry. Co. vs. United States, 52 Fed. Rep. 
[2nd] 967.) 

Notwithstanding accounting orders of Interstate Commerce 
Commission and reports made pursuant thereto involving classi- 
fication of property, interstate railroad may, in any rate-making 
or recapture proceeding, contest what it regards as an improper 
classification of its property for purpose of arriving at a rate 
base (Interstate Commerce Act, Sec. 19a, as added by Act, 
March 1, 1913, and amended by Transportation Act, Sec. 433 
(49 USCA, Sec. 19a; Interstate Commerce Act, Sec. 15a, as 
added by Transportation Act, Sec. 422 [49 USCA, Sec. 15a]). 
—Ibid. 

Equity court held to have jurisdiction of suit for injunction 
involving review of accounting order of Interstate Commerce 
Commission, on ground commission transcended its power, or 
order is so arbitrary and unreasonable as to evidence abuse of 
discretion (Interstate Commerce Act, Sec. 20, Pars. 1 and 5, as 
amended, 49 USCA, Sec. 20 [1, 5]).—Ibid. 

Forms and scope of accounts required to be kept by rail- 
road, held within discretion of Interstate Commerce Commission 
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(Interstate Commerce Act, Sec. 20, Pars. 1 and 5, as amended, 
49 USCA, Sec. 20 [1, 5]).—Ibid. 

Exercise of discretion by Interstate Commerce Commission 
in matter of accounting orders will not be interfered with, un- 
less manifestly arbitrary and unreasonable, transcending Com- 
mission’s powers (Interstate Commerce Act, Sec. 20, Pars. 1 and 
5, as amended, 49 USCA, Sec. 20 [1, 5]).—Ibid. 

Accounting order of Interstate Commerce Commission 
directing railroad to include investment in coal mines as mis- 
cellaneous or nontransportation property, held not arbitrary or 
unreasonable (Interstate Commerce Act, Sec. 20, Pars. 1 and 
5, as amended, 49 USCA, Sec. 20 [1, 5]).— 

Coal mines of railroad which Interstate Commerce Commis- 
sion in accounting order directing railroad to include in account 
for miscellaneous or nontransportation property, namely, bal- 
ance sheet account 705, supplied railroad with approximately 48 
per cent of its total fuel requirements. Estimate as to period 
required for exhaustion of coal in three mines involved under 
normal production reckoned from 1928 was 17 years, 33 years, 
and 35 years, respectively.—Ibid. 

Classification of railroad property by Interstate Commerce 
Commission may rest upon customs and practices of carriers 
(Interstate Commerce Act, Sec. 20, Pars. 1 and 5, as amended, 
49 USCA, Sec. 20 [1, 5]).—Ibid. 





(Appellate Court of Indiana, in Banc.) Public service com- 
mission possesses only powers conferred on it by statute (Burns’ 
Ann. St. 1926, Sec. 12672 et seq.) (American Foundry Co. vs. 
Chicago, I. & L. Ry. Co. et al., 178 N. E. Rep. 295.) 

Charging unreasonable rate is violation of statute entitling 
shipper to reparation from carrier (Burns’ Ann. St. 1926, Secs. 
12808, 12820, 12828, 12830, 12853-12855, 12857) .—Ibid. 

Public service commission held authorized to award shipper 
damages that arose from payment of freight rates which com- 
mission, after payment by shipper, found to be unreasonable 
(Burns’ Ann. St. 1926, Secs. 12808, 12820, 12828, 12830, 12853- 
12855, 12857).—Ibid. 

Statutes giving power to public service commission to make 
order of reparation in favor of shipper against carrier held not 
objectionable as conferring judicial power on commission 
(Burns’ Ann. St. 1926, Secs. 12808, 12820, 12828, 12830, 12853- 
12855, 12857).—Ibid. 
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(District Court, E. D. New York.) Evidence held insufficient 
to establish that damage to and loss of portion of cargo by 
jettisoning resulted from peril of sea, within bill of lading pro- 
vision exempting shipowner from liability. (Willbabco, 52 Fed. 
Rep. (2nd) 997.) 

‘Carrier held required to show by fair weight of evidence 
that jettisoning of cargo was required due to peril of sea.—Ibid. 





(City Court of New York, Special Term, New York County.) 
Court has jurisdiction of foreign corporations which are doing 
business in state and have appeared generally in action (General 
Corporaion Law, Sec. 224). (Ball vs. Nippon Yusen (Kabushki 
Kaisha), 253 N. Y. Sup. 260.) 

That resident is assignee of claim of foreign corporation 
does not deprive him of right to maintain action thereon against 
another foreign corporation (General Corporation Law, Sec. 
224) .—Ibid. 

Shipment between citizens of foreign countries held not 
“commerce with foreign nations,” and therefore state court 
could assume jurisdiction of action for damages arising from 
such transaction (45 USCA, Sec. 43; Const. U. S., Art. 1, Sec. 
8, Cl. 3).—Ibid. 

That foreign corporations were engaged as carriers in com- 
merce between United States and foreign nations held insuffi- 
cient reason for state court’s declining jurisdiction in action 
not involving commerce with foreign nations (45 USCA, Sec. 43; 
Const. U. S., Art. 1, Sec. 8, Cl. 3).—Ibid. 


CHICAGO SWITCHING RATES 
Because of conflicts with other cases, the preliminary con- 
ference with respect to the reopened hearing in the Chicago 
switching case set for January 7, at Chicago (see Traffic World, 
December 26, p. 1388), has been canceled. 
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FIFTEEN PER CENT CASE, 1931 


The Traffic World Washington Bureau 


New rates, the product of the Commission’s decision in 
the Fifteen Per Cent Case, 1931, will go into effect throughout 
the country January 4. There may be some exceptions, but 
they will not be important. If there are any exceptions they 
will be the result of faults in the mechanics of tariff publishing 
agents’ offices. The Commission itself, in the last days of De- 
cember, did everything that seemed possible to bring the higher 
charges into being. It even went to the extent, on December 
29, of permitting railroads west of the Mississippi to file needed 
tariff supplements on one day’s notice, instead of the five days’ 
notice originally required. Storms on the Pacific coast made 
use of the air mail impossible so all roads west of the Missis- 
sippi received one day permission. 

Machinery for bringing the increased rates into effect on 
January 4 was set up by the Commission December 24. January 
4 was the earliest day the tariff filing agents estimated early 
in December that they would be ready with their publications. 
Railroad executives, however, urged them to make an effort 
to have the new rates operative on the first day of 1932. They 
worked day and night until December 24 when they had to 
announce that they could not get ready to have the tariffs on 
file in time to make the new rates legal on January 1. 

At the close of business Christmas eve, the Commission 
issued three permissive orders setting aside tariff rules made 
with a view to having tariffs put into effect on thirty days’ 
notice. 


A master tariff was filed December 28, effective January 4. 
It was issued in the names of Agents Boyd, Chaffee, Curlett, 
Galligan, Johanson, Jones, Speiden, Toll and Van Ummersen, 
each agent putting his own I. C. C. number upon it. That tariff 
names the commodities and provides rules for application of 
the surcharges allowed by the Commission. The scheme of 
which the master tariff was the keystone provided for a supple- 
ment to the line of tariffs of each agent, the supplement to 
link the tariffs with the master tariff. 


The three permissive orders were sixth section permission 
No. 110830, setting aside tariff publishing rules that would other- 
wise have stood in the way both as to time and volume of sup- 
plemental matter to be added to tariffs; a general order in the 
Fifteen Per Cent Case, 1931, technically described as Ex Parte 
103, setting aside orders that otherwise would have made the 
Ex Parte 103 tariffs void because being in disregard of out- 
standing orders; and fourth section order No. 10800, giving 
the carriers, in answer to their application No. 14600, authority 
to disregard the long-and-short-haul part of the fourth section 
to the extent necessary to establish the rates authorized in 
Ex Parte 103. With regard to what the Commission had done 
Secretary McGinty issued the following notice: 


The Interstate Commerce Commission today acted upon various 
applications filed by carriers subject to the interstate commerrce act 
intended to make possible the early publication and effectiveness of 
the increased freight charges authorized in the decisions in the 
Fifteen Per Cent Case, 1931, Ex Parte No. 103, 178 I. C. C. 589, 
179 I. C. C. 215, and issued the following orders: 

1. An order in Ex Parte No. 103 modifying all outstanding un- 
expired orders of the Commission to the extent necessary to permit 
the increases authorized in said decisions to be established. 

2. Relief from the long-and-short-haul provisions of the fourth 
section of the interstate commerce act to the extent necessary to 
permit the increases authorized in said proceeding to be established, 
such relief to expire March 31, 1933. 

3. A special permission under section 6 of the interstate com- 
merce act waiving certain tariff rules so as to enable the authorized 
increases to be published in master tariffs and special supplements, 
and authorizing the establishment of the authorized increased charges 
on not less than five days’ posting and filing as required by law. 


Issuance of these orders marked the end of unremitting 
toil on the part of tariff men since December 11, when the 
Association of Railway Executives met in Washington and found, 
when the membership of the association was canvassed, that 
there was no real question about the acceptance of the plan 
for pooling and distribution of the added revenues that would 
result from the Commission’s permission to make increases in 
their rates and charges. It was so certain, even before the 
boards of directors of the various railrodas had assented to 
the plan that they would assent that the traffic men set to work 
preparing a form of master tariff to be filed by every tariff 
filing agent, and supplements to existing files of tariffs linking 
the old tariffs to the new master tariff. 


In the course of the meetings held by the tariff men, in 
addition to figuring out the tariff forms, they agreed, in prin- 
ciple, that there should be but one increase in rates on iron ore 
from the upper lake region to the furnaces supplied from the 
lower lake ports, on coal from the lower to the upper lake ports 
and but one increase in rates on coal moving to New England 
via ocean ports, particularly the Hampton Roads ports. They 
agreed that the initial lines should collect the full amount of 
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the increases allowed by the Commission and that then there 
should be a division of that one increase among the carriers 
beyond the ports. While they agreed in principle they did not 
work out tariff schemes for the publication of tariffs because, 
before tariffs are published, argeements must be made as to 
divisions. 

The master tariff, which shows the increases to be applied 
on the various commodities, is not couched in the exact lan. 
guage of the lists carried by the Commission in its report in 
Ex Parte 103. For instance, the Commission mentioned dolo. 
mite, without qualification. The master tariff shows that the 
increase is limited to raw dolomite. For the rates on roasted 
dolomite, for instance, another part of the tariff must be con. 
sulted. In the same way the increase on iron ore is limited s0 
as to show that it does not apply on ground iron ore. In like 
manner the item pertaining to fresh fruits is limited so as to 
show that fresh fruits, cold packed, are not included in the item 
on fresh fruits showing no increase in rates. Throughout the 
master tariff there are limitations of that sort in the interest of 
clarity concerning the general generic language used by the 
Commission in its reports. 

The master tariff prepared by the railroads is called a 
“tariff of emergency charges, applying for account of all carriers 
as shown in tariffs and supplements thereto making specific ref- 
erence hereto.” <A special notice on the first page says “this 
tariff must be posted at all stations at which tariffs or sup. 
plements making specific reference hereto are posted.” The 
title page also gives reference to the ordres of the Commission 
permitting the tariff to be filed on short notice, to have rates 
in it in disregard of the fourth section and in disregard of 
orders in other cases establishing maximum rates less than 
the rates permitted by its report in Ex Parte No. 103, the tech- 
nical name of the Fifteen Per Cent Case, 1931. It also says 
that this tariff will expire with March 31, 1933, unless sooner 
canceled or extended. 

Instructions in the master tariff for applying the emergency 
charges, shown in the lists made by the Commission in its last 
report in Ex Parte No. 103 (see Traffic World, December 12, p. 
1274), follow: 


Item 5. - 
Application of Emergency Charges 


(a) First ascertain the line-haul transportation charges (herein- 
after designated as transportation charges), applicable under rates 
which are subject to this tariff; then 

(b) Add to such charges the emergency charge provided in this 
tariff based on the weight on which the transportation charges are 
assessed, except as provided in Item 45 (f). (Subject to additional 
emergency charge as per Item 30.) 

Item 10. 

Maximum Emergency Charge 


No emergency charge shall be in excess of 10 per cent of the line- 
haul transportation charges accruing under rates which are subject 
to = ~— (Subject to additional emergency charge as per Item 30.) 

em 15. 


Combination Rates (Subject to Maximum Emergency Charge, Item 10) 


(a) Where through shipments move on combination of rates law- 
fully on file with the Interstate Commerce Commission with respect 
to interstate commerce or with state commissions with respect to 
intrastate commerce and one or more of the factors are subject to 
this tariff, apply one emergency charge based on the highest emerg- 
ency charge rate at the highest weight applicable to any factor sub- 
ject to this tariff (except as provided in paragraps (b) and (c)). 

(b) Where the transportation charges are based in part upon a 
rate per unit, other than weight (see Items 45 (b) and 50 (c)), and 
in part upon a rate or rates applicable to units of weight, the 
emergency charge shall be the highest which would accrue to any 
separate portion of the haul. 

(c) In no case shall the combined transportation charges and 
emergency charges exceed the lowest aggregate of separate factors, 
plus the emergency charge applicable to each factor or any aggrega- 
tion of factors. 

(ad) Switching, floatage and lighterage charges shall not be used 
as =." computing emergency charges under this item. 

em 20. 
Transit Shipments 


(a) Where shipments are accorded transit privileges under tran- 
sit tariffs (either with or without a transit charge or out-of-line 
charge) on basis of a through rate (whether composed of one or 
more factors) and such shipments are forwarded from original ship- 
ping station during the effectiveness of this tariff, apply the emerg- 
ency charge provided herein for the through rate used to determine 
the transportation charges from original shipping station to the ulti- 
mate destination, subject to additional emergency charges as pro- 
vided in item 30 at origin station, at destination, and at transit 
station. 

(b) Where freight is accorded a transit privilege under tariffs 
which provide for the computation of transportation charges on a 
different basis into and out of the transit point (such as proportional 
rates to and-or from the transit point), the emergency charge shall 
be either that accruing for the movement into the transit point or 
gg = oe for the movement beyond the transit point, whichever 
is higher. 

(c) The settlement or readjustment of the emergency charges shall 
be in accordance with the rules provided in the transit tariffs for 
sae oy al readjustment of the transportation charges. 

em 


Mixed Carload Shipments (Subject to Maximum Emergency 
Charge, Item 10) 
(a) Where commodities for which ‘‘no emergency charge’ is 
provided are included in a mixed carload, no emergency charge shall 
(Continued on page 21) 
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Terminals 


Investment in Private and Commercial Airports at End of 1931 Estimated at About $150,000,000 
—Terminal Facilities for Huge Air Transport Service Largely Created in Four 
Years—Chicago Municipal Airport Places All Modern Facilities 
at Disposal of Developing Transportation System 


By HoMER H. SHANNON 


stantial transportation business in the air are rapidly 
being created. In fact, it is not unlikely that the rapidity 
with which they have come into existence in the last four years 
may be regarded, in the future, as even more important than the 
depression of 1929. There has been an amazing growth of 


T's ground facilities essential for the conduct of a sub- 





All commercial 'transport services at the Chicago port center on 
the recently completed $78,000 Administration Building. 


traffic in the air in the four years ended with January 1, 1932, 
but facilities for originating and terminating this traffic have 
been created even more rapidly. It is probably the first time 
in the history of transportation that terminal facilities of a 
highly technical and scientific nature have been created in 
advance of positive pressure from commercial traffic. In the 
Lindbergh flight, commercial aviation had the benefit of the 
greatest piece of advertising produced by an advertising age. 

“The responsibility for the establishment of airports, as 
distinct from intermediate landing fields along the airways, 
rests entirely with municipalities, other local political groups, 
or with private capital,” says a survey issued by the Department 
of Commerce. The fact is that the major part of scheduled com- 
mercial air transport operations are conducted between and 
with the use of elaborate terminals provided by the cities and 
towns laced together by the air lines. The number of municipal 
air ports increased from 240 at the end of 1927 to 620 at the 
end of 1931. The transition from a more or less open, un- 
developed piece of land, with a few buildings at one side (pos- 
sibly), to a busy, highly specialized community at the edge of 
a carefully groomed, intensively improved landing field that 
took place in connection with municipal and other airports in 
the four years has been more striking than the increase in 
numbers. It is the difference between a landing field and a 
modern commercial airport, which is perhaps nowhere better 
illustrated than at the Municipal Airport at Chicago—today 
said to be the busiest of all such places in the world. 

Chicago Municipal Airport, at the southwest edge of the 
city, was formally opened to operation December 1, 1927. 
Development of a tract of 120 acres of land owned by the 
Chicago Board of Education had begun in 1926. At the end of 
1927, with all the air mail operations reaching the city trans- 
ferred thereto, there were sixteen scheduled plane arrivals 
and departures each day, six hangars had been built, a post 
office and express office, and one or two other structures were 
under way. 

A “Mushroom” City 


At present there are ninety scheduled arrivals and de- 
partures of commercial transport planes daily and a variety of 


other miscéllaneous flying activities that brought the average 
number of daily take-offs or landings at the field up to nearly 
200 in November, with the peak of the year’s activities in 
earlier months. A total of 538 regular ground employes of com- 
mercial services are permanently stationed at the field. 
Municipal and federal employes include 26 attached to the 
airport and paid by the city; four employes of the aeronautics 
branch of the Department of Commerce, permanently stationed 
there, and nine district inspectors who make their headquarters 
there; nine attached to the U. S. Bureau of Weather; six tele- 
type operators, and from thirty to forty post office employes. 

The airport includes 620 acres of land valued at about 
twenty million dollars, which is owned by the Board of Educa- 
tion and leased by the city; 160 acres are fully developed, 
another 160 acres are under development, while the remaining 
300 acres are undeveloped. Expenditures by the city port 
development to the end of the year amounted to something in 
excess of half a million dollars. A bond issue of $450,000 which 
enabled completion of the development on the first 160 acres 
in the fall of the year will also provide for completion of the 
second 160 acres. The money is in hand. City and port officials 
plan an additional bond issue of $1,200,000 for development of 
the now idle 300 acres. The program calls for completion of 
the entire project by the summer of 1933, with a total outlay 
of city funds for port development of approximately $3,000,000, 
on land valued at six or seven times that. 


Visual and Statistical Picture 


To the person who still gets a thrill from flying, activities 
at this premier port of the world offer a continuous spectacle, 
with the business-like way in which planes are taxied up to 





Interior of the modernistic lounge and waiting room of the ad- 
ministration building at Chicago. Telegraph offices, a restaurant, 
and all other conveniences for the traveler are provided. 


the loading gates for passengers, mail and express, giving an 
added touch of purposefulness and efficiency. 

The port facilities now include a modern, handsomely 
decorated administration building, or central passenger terminal, 
on which all arrivals and departures of the scheduled com- 
mercial services center. Mail and express is transferred to 
and from the planes and passengers board and alight there. 
It is a metropolitan scene with last-minute trimmings. There 
is seldom a time in daylight hours when there aren’t one or 
more planes circling overhead awaiting a turn to land. 

Only a suggestion of the impressiveness of the physical 
picture is afforded by the statistics of the commercial opera- 
tions, but they show that, in July, the peak month as to 
passenger business at the port, there were approximately 450 
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arrivals and departures daily. In the six months ended with 
November (December figures were not available at the time 
this was written), an average of slightly in excess of 180,000 
pounds of mail was handled monthly, with the high figure in 
August, when the total was 189,615. Monthly figures on the 
express business handled by the scheduled transport services 
show that it ranged from slightly over 2,000 pounds to a little 
over 3,200. 

So far as visual activity on and over the field is concerned, 
the commercial services are greatly supplemented by mis- 
cellaneous activities of one kind and another. Scheduled 
services accounted for 1,020 field plane arrivals and 1,062 de- 
partures in November, according to the official records, while 
other activities were listed, on the monthly report, as follows: 
Military arrivals and departures, 75 each; sightseeing, 108 each; 
chartered services, 24 each; Department of Commerce, 9 
arrivals and 11 departures; test flights, 64 each; special events, 
50 arrivals and 49 departures; miscellaneous, 1,520 arrivals and 
1,517 departures. 

In addition to the operations of the eight commercial trans- 





Chicago Municipal Airport—the “busiest in the world’’—approxi- 
mately five years after development began. 


port lines centering on the field, some forty private “sportsmen 
pilots” have their flying headquarters there, some of whom use 
their equipment in instruction and chartered services; straight 
commercial services maintained by oil companies, insurance 
companies, drug houses, etc., number fourteen; two flying clubs 
have equipment at the field, and two plane manufacturers main- 
tain sales and service facilities. There are also two hangers, 
housing eight planes, of the Illinois National Guard, and a 
United States Army hanger, at present unoccupied except for 
planes confiscated in various illegal activities. 


Physical Features 


Main features of the developed section of the port, the 160 
acres at the southeast corner, include wide cinder runways, 
with a maximum individual length of 3,200 feet, covering the 
field like battened spokes of a wheel. A concrete apron or 
ramp 100 feet in width, completed in September, extends along 
the entire south and east sides of the field, broadened to 150 
feet on the field side of the administration building. Adequate 
drainage, grading and lighting facilities make the field service- 
able in all seasons, day or night. Field lighting consists of a 
standard 24-inch white beacon, a standard 24-inch green 
auxiliary beacon; two field flood lights that light up the entire 
field when a plane is landing after dark; runway boundary 
lights, with red end-zone lights and green runway approach 
lights; illuminated wind cones and T, and special red hazard 
lights and flood lighting for all buildings. All smoke stacks or 
other hazards within gliding range of the field are lighted, as 
well. 

The Municipal Administration Building includes not only a 
large comfortable waiting room and lounge for passenger use, 
and joint air line tickec office, but also offices for the airport 
supervisor, accommodations for the district office of the 
aeronautics branch of the Department of Commerce; weather 
bureau offices, and houses the teletype equipment tying in with 
the Department of Commerce network, a radio control station 
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Every flying facility approved by the 
Department of Commerce is included in the field facilities 


and radio range beacon. 
according to the airport supervisor. The building was con. 
structed at a cost of $78,000. 


Private Developments 


In addition to structures and facilities supplied by the city, 
there are seventeen hangars on the field, three of which are 
double hangars and four are “extra large.” Private commercia] 
developments that have sprung up since work was begun on the 
field a little over five years ago represent a total investment of 
over $750,000. The hangars and commercial office buildings line 
two sides of the field immediately outside the wide concrete 
ramp bordering the south and east side. All service, sales, or 
repair facilities essential to private or commercial flying are em. 
braced in the single terminal. 

The total development, up to the end of the year, repre. 
sented an expenditure of about a million and a half dollars, 
according to the airport supervisor. As to the business side 
of the city’s operations, it is largely contribution. In addition 
to the more than a half million it has invested in port develop. 
ment, annual maintenance cost, including salaries of the twenty. 
six city employes, is about $65,000. Rental for the land, paid 
to the Board of Education, is at twenty dollars an acre, or 
$12,400. In return, the income of the city from the airport is 
represented by rental it receives from commercial concerns 
which lease hangar sites. At the time this was written, 24 
hangar lots were leased at $1,500 a year each, giving the city 
an income of $36,000 to set against the yearly expense of 
$77,400, and its investment of half a million dollars. The land 
and property of the city, of course, are not taxed. With com- 
pletion of the program for development of the entire site, the 
contribution of the city will be materially increased. 


The Larger Picture 


Though Chicago Municipal Airport is said to be the busiest 
in the world, a number of other cities have spent greater 
amounts on projects of their own. The total investment in 
municipal and commercial airports at the beginning of 1931, 
according to a Department of Commerce survey, was $115,000,- 
000. Frequently, as in the case of the Chicago port, that in- 
cludes nothing for the land used. It as been variously 
estimated that from 20 to 25 million dollars was spent in airport 
development in the year just ended, which would bring the 
total investment up to about 145 or 150 million dollars. Septem- 
ber 1 there were 1,960 airports and landing fields of all kinds in 
the country, of which 620 of the major developments were sup- 
plied by municipalities and 639 were privately financed. With 
the Department of Commerce providing the airways—night 
lighting, intermediate and. emergency landing fields, etc.—the 
principal revenue of commercial scheduled operations coming 
from the Post Office Department, through mail contracts, and 
cities and towns doing an important part of the job of pro- 
viding terminals, the future of a transportation business in the 
air remains problematical. 


AIR FARES REDUCED 


What are said to be the most sweeping general reductions 
ever made in airplane passenger fares have been announced by 
United Air Lines on its transcontinental, southwestern, mid- 
west and western routes. The new plane fares are approxi- 
mately rail-plus-Pullman rates. 

The new rates, effective January 1, apply between the forty- 
two cities in eighteen states served directly by United Air Lines, 
as well as to scores of cities served through rail and air con- 
nections. They include meals served aboard the tri-motor planes 
in flight and are subject to an additional ten per cent reduction 
on round trips. 

An indication of the amounts of the reductions is to be 
found in the transcontinental fares, which have been cut from 
$200 to $160 on the company’s twenty-eight-hour service. Rates 
between New York and Chicago are cut from $59.50 to $47.95, 
on a seven-hour schedule, and between Chicago and the Pacific 
coast the cut is from $150 to $115. The transcontinental rates 
apply to and from San Francisco, Los Angeles, Seattle, Portland 
and Spokane. 

The fare reductions follow a rate cut for air express an- 
nounced by the Railway Express Agency, United Air Lines, and 
four other air transport operators. The new air express rates 
are from fifty to seventy-five per cent lower than the former 
charges, making it possible to send a ten-pound package by 
air from coast to coast for $13.80 instead of the former charge 
of $26. The same weight package may now be sent by air be- 
tween New York and Chicago for $4.40 instead of $10. 

United Air Lines’ executives explain the slashing of rates 
as due to increased business and the larger attention being paid 
by air lines to passenger travel, simultaneously with the placing 
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of new equipment on the routes. The reduction in rates is also 
reflected in numerous rail-plane hook-ups, such as overnight rail- 
plane service from New York to the Twin Cities, from Chicago, 
Kansas City and to points in the southwest and elsewhere. 

The action of United Air Lines was followed by an an- 
nouncement of corresponding reductions by Transcontinental 
and Western Air, Inc., operating between New York and Los 
Angeles on the so-called central route. Its operations include 
both straight plane and rail-plane services, in conjunction with 
the Pennsylvania and Santa Fe. The reductions in rates were 
announced as effective January 1, a two-hour cut in the trans- 
continental flying time taking effect at the same time. Under 
the new schedules passengers may leave New York at 9:30 a. 
m. and arrive in Los Angeles at 8:23 the following morning. 

Typical reductions in rates are those between Chicago and 
the Pacific coast and between Chicago and Washington. The 
former, including rail transportation and lower berth to Kan- 
sas City, where transfer to plane is made, was reduced from 
$141.04 to $115.00; the fare between Chicago and Washington 
from $48.40 to $37.95. 


AIRCRAFT AIRWORTHINESS REQUIREMENTS 


Changes in the engineering requirements to be met by 
aircraft in order to be certified as airworthy by the Depart- 
ment of Commerce are incorporated in Aeronautics Bulletin 
No. 7-A, “Airworthiness Requirements of Air Commerce Regu- 
lations for Aircraft,” which has been published by the aero- 
— branch of the department with amendments to January 

The bulletin contains revisions in the requirements which 
have become advisable in the light of the experience gained 
and progress made in aircraft manufacturing in the past year. 
The requirements constitute a handbook for the guidance of air- 
craft manufacturers and designers which, when strictly fol- 
lowed, will result in airworthy aircraft built in conformity with 
the department’s regulations, according to the department. 


FIFTEEN PER CENT CASE 


(Continued from page 18) 


be applied to such commodities, but if the mixed carload contains 
other commodities on which emergency charges are provided herein, 
the emergency charge shall be computed at the weight and carload 
emergency charge rate applicable to each commodity, except that 
the less carload emergency charge shall be applied on articles taking 
less carload transportation rates. 

(b) Where commodities all of which are subject to emergency 
charges but at different emergency charge rates are included in a 
mixed carload, the carload emergency charge shall be computed at 
the weight and carload emergency rate applicable to each commodity, 
the entire carload to be subject as a minimum to an emergency 
charge computed at the lowest emergency charge rate and the highest 
carload minimum weight for any commodity taking the lowest emerg- 
ency charge rates. The less carload emergency charge shall be applied 
on articles taking less carload transportation rates. 

(c) Where mixed carload shipments in containers or box cars 
are governed by rates which do not require a description of the 
articles in the shipment, the emergency charge will be 2 cents per 
100 _—-. (not subject to paragraphs (a) and (b) shown above). 

Switching, Floatage and Lighterage 


An emergency charge of 10 per cent will be added to all switch- 
ing, floatage and lighterage charges collected from shippers or receiv- 
ers, except that there shall be no switching, floatage or lighterage 
emergency charge on shipments consisting wholly of commodities 
for which ‘tno emergency charge” is provided in list of commodities, 
item 55, shown on pages .. to .. of this tariff. 

The emergency charges provided in this item are in addition to 
all — ey charges provided in this tariff. 

em ; 


Freight Transported to, From or Through Canada or Mexico 


(a) Where freight is transported from a point in the United 
States through Canada or Mexico to a point in the United States, 
the emergency charges will be those provided in this tariff applied 
to the transportation charges assessed under rates which are subject 
to this tariff, and shall accrue to carriers within the United States. 

(b) Where freight is transported from a point in the United States 
to a point in Canada or Mexico, the emergency charges will be those 
provided in this tariff applied to the transportation charges assessed 
under rates which are subject to this tariff. Such emergency charges 
shall be prepaid at the origin point in the U. S. and shall accrue 
to carriers within the United States. 

(c) Where freight is transported from a point in Canada or 
Mexico, to a a in the United States, the emergency charges will 
be those provided in this tariff applied to the transportation charges 
assessed under rates which are subject to this tariff. Such emergency 
charges shall be added to the transportation charges and collected 
Be delivering carrier, and shall accrue to carriers within the United 

Item 40. 

“Any Quantity” Rates 


(a) Where the transportation charges are based on rates which 
are the same for less carload and carload shipments, such shipments 
shall be treated as less carload freight, except as provided in para- 
graph (b). 

Item 40. 

(b) Where the transportation charges are based on rates which 
are the same for less carload and carload shipments and the weight of 
such shipments are the same or higher than the carload minimum 
weight provided in the tariffs publishing such rates or, in the absence 
of such minimum weight, where the weight of the shipment is the 
same or higher than the minimum weights provided for carloads 
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in the Consolidated Classification, I. C. C.-O. C. No. 50, D. T. 
Lawrence, agent; I. C. C. No. 34, E. H. Dulaney, agent; and 
I. C. C. No. 19, R. C. Fyfe, agent; supplements thereto and successive 
issues thereof, the carload rules and emergency charges provided 
a wee Soe. 

tem 45. 


L. C. L. Freight (Subject to Maximum Emergency Charge, Item 10) 

(a) Unless otherwise provided in this tariff, the emergency charge 
gate will be 2 cents per 100 pounds on all commodities in less car- 
oads. 

(b) Where rates are stated in amounts per unit, other than 
weight, and transportation charges are not based on the weight of 
the shipment, the emergency charge will be 10 per cent of the trans- 
portation charges. 

(c) The total charges on a less carload shipment, which result 
from the transportation charges plus the emergency charge, must not 
exceed, on the same commodity, the total charges on a carload ship- 
ment, which result from the transportation charges plus the emergency 
charge, if any. 

(d) The emergency charge rate will be 1 cent per 100 pounds 
on tobacco, leaf, unmanufactured, any quantity. 

(e) No emergency charge will be added on cotton, in bales, any 
quantity. 

(f) Where single shipments of less carload freight are subject 
to minimum charges, apply the freight rate plus the emergency 
charge rate provided herein, and where this results in a lower total 
than the minimum charge provided in tariffs governing said freight 
rate, such minimum charge shall be applied; but no emergency 
= = be added to the minimum charge. 

tem " 


Carload Freight (Subject to Maximum Emergency Charge, Item 10) 

(a) Unless otherwise provided in this tariff, the emergency charge 
rate will be 2 cents per 100 pounds on all commodities in carloads. 

(b) The commodities shown in the list of commodities, item 55, 
pages .. to .. of this tariff, will be subject to the emergency charge 
rates or ‘‘no emergency charge’’ as provided therein. 

(c) Where rates are stated in amounts per car or other unit, and 
transportation charges are not based on the weight of the shipment, 
except as provided in Item 30, and 

The rate of 

emergency charge is 


The emergency charge 
rate per car will be 


1 cent per 100 pOUNGS. .....cccccccccscccccccccevccscccecces $7.50 
2 cents per 100 POURS. ......crcccccccccccccccesccsesescors 10.00 
SS err reer 3.00 
TS CODE. DOE GR ae. o.o:5.00:0 65:50 650090 0cevewecedeseesecedecees 5.00 


Supplements by means of which each carrier or group of 
carriers connects its or their tariffs on file with the Commis- 
sion or state bodies with the master tariff, a copy of which is 
filed by each of the tariff filing agents, are called “connecting 
link” supplements. The connecting link supplements show the 
tariffs and their supplements, by numbers, which by means, of 
the links, are attached to the master tariff. They give no 
information other than the numbers of the tariffs, the rates in 
which are to be treated in the light of the increases named in 
the master tariff. 

Connecting link tariffs or supplements whereby existing 
tariffs are to be connected with and made a part of the master 
tariff, the latter showing the surcharges allowed by the Com- 
mission’s report in the Fifteen Per Cent Case, 1931, began ar- 
riving at the Commission’s file on December 29. The stream 
was small, relatively speaking, with indications, however, that 
it would shortly become so large that the Commission’s clerical 
force would be hard put to it to keep abreast with the routine 
work of stamping the time of arrival and putting the pieces of 
paper in the proper places. 

Among the first to be received was the special supplement 
to the tariffs that had been issued by F. L. Speiden and J. J. 


Cottrell. It was captioned “Special supplement to tariffs issued 
by F. L. Speiden and J. J. Cottrell. Emergency charges. Tariff 
of emergency charges, No. 250, I. C. C. No. 1600. Issued De- 


cember 28, 1931. Effective January 4, 1932.” 

Missouri Pacific lines supplements were also among the 
early comers. 

Eastern railroads for which Curlett is tariff agent received 
given permission, December 30, if they could not get their con- 
necting-link tariffs to the Commission’s files in time to be oper- 
ative on January 4, to file them on five days’ notice after January 
4. The application was made because several short lines could 
not meet the January 4 requirements. Like concession will be 
made to other roads whose tariff work may be delayed. 

A list of the railroads ineligible to participate in the pool- 
ing and distribution plan was made available. Roads ineligible 
because they are in receivership are the Ann Arbor, Pittsburg, 
Shawmut & Northern, Wabash, Florida East Coast, Georgia & 
Florida, Seaboard Air Line, Minneapolis & St. Louis, Fort Smith 
& Western, and Missouri & North Arkansas. _ 

Roads ineligible because in default in interest payments 
are the Chicago & Erie, Pittsburg & Shawmut and Spokane, 
Portland & Seattle. 

Roads receiving less than 50 per cent of their revenue from 
freight and therefore ineligible are the New Jersey & New 
York, the Ulster & Delaware, which is also in receivership, 
the Atlantic City, the Long Island, and the Staten Island Rapid 
Transit. 

The Nevada Northern refused to assent to the plan. 

The Texas Mexican was said to be ineligible, but the reason 
why was not given. 
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RAILROAD WAGES 


At a meeting of the Railway Labor Executives’ Association 
in Cleveland December 29 it was decided to meet with the com- 
mittee of nine railroad presidents, appointed to represent the 
carriers nationally in Chicago, January 14, for negotiation with 
respect to acceptance of a voluntary reduction of 10 per cent 
in union wages and conditions affecting employment. The com- 
mittee representing’ the employes in the negotiations will 
include the heads of the twenty-one labor organizations and 
subcommittees from each organization, making a total labor 
representation of about 200. 

It was said that there was no discussion at the Cleveland 
meeting of the action taken by the railroads of notifying, under 
the terms of the railway labor act, the unions of intention to 
reduce wages 15 per cent. That notification was given follow- 
ing a meeting of presidents and officials of all the principal 
lines in the country in New York, December 18, and is regarded 
as having no bearing on the issue as to whether labor will 
voluntary accept a ten per cent reduction. In the event nego- 
tiations between the labor heads and representatives of man- 
agement terminate satisfactorily, the announcement of intention 
to reduce wages 15 per cent will be automatically canceled. 

Previous to the conference between the rail presidents and 
the employe committee, there will be a general meeting in 
Chicago, beginning January 12, of some 1,500 general chairmen 
of the unions. 

Southern Pacific union shopmen are reported to have 
agreed, December 29, to a 10 per cent reduction in wages, 
effective January 1. In conferences between the shopmen repre- 
sentatives and representatives of the railroad management, the 
shopmen held out for a guaranty of four days’ work a week as 
a minimum. That guaranty was withheld, however, according 
to the announcement. The agreement is said to affect 15,000 
employes. Representatives of unskilled labor were scheduled to 
meet with officials of the road December 31. 


NATIONAL COMMODITY FORECAST 


Shippers of the country, through estimates submitted to 
the Shippers’ Regional Advisory Boards and made public by 
the boards, anticipate that carload shipments of the 29 prin- 
cipal commodities in the first quarter of 1932 (the months of 
January, February and March) will be approximately 5,241,746 
cars, a reduction of 370,415 cars, or 6.6 per cent, below the cor- 
responding period in 1931. 

These estimates are furnished quarterly to the Shippers’ 
Regional Advisory Boards, which cover the entire United 
States, by the commodity committees of the various boards. 
They are based on the best information obtainable by those 
committees at the present time. The boards have a member- 
ship of approximately 16,000 persons, representing every sec- 
tion of the United States and virtually every industry, includ- 
ing agriculture. 

The estimate by each board as to what freight loadings by 
cars are anticipated for the 29 principal commodities in the 
first quarter of the year, compared with the corresponding pe- 
riod in 1931 and the percentage of increase or decrease, follows: 





Esti- 
Actual, mated, % of De- 
1931 1932 crease 
NE ora: 5) acdsee bKahio eee ee 637,494 611,289 4.1 
COOTER “WOREETT occ ccdccvccconeves 271,171 231,536 14.6 
rrr eer 204,016 192,906 5.4 
WMO. TIOTENWERE 66 cesicccccccceceses 160,902 153,369 4.7 
CR ee re ee 304,808 289,114 5.1 
IE a cneisici aie. dmned-ocwnew ewer 625,789 612,365 2.1 
ere re me 1,000,616 911,558 8.9 
ON OE eT Ee 191,868 157,121 18.1 
TRREIO=SEOL=TEMMMAR occ cce eres coceees 336,012 326,300 2.9 
TE eer rrr re 631,326 596,356 5.5 
Pere rer cer 141,498 125,770 21.1 
0 EER rere rrr arr 717,353 643,238 10.3 
Ee er er ae ee 389,308 390,824 *.4 
RIE 0. gb wacarter wise ma nears sees 5,612,161 5,241,746 6.6 


*Increase. 


In making the compilation, each board estimated what 
freight car requirements would be for the principal industries 
found in the territory covered by that board. On the basis of 
this information, it is estimated that of the 29 commodities, 
increases in transportation requirements will develop for five, as 
follows: Cottonseed and products except oil; fresh fruits other 
than citrus; petroleum and petroleum products; automobiles, 
trucks and parts, and chemicals and explosives. 

Commodities for which a decrease is estimated totaled 
twenty-three, as follows: Grain; flour, meal and other mill prod- 
ucts; hay, straw and alfalfa; citrus fruits; potatoes; other fresh 
vegetables; live stock; poultry and dairy products; coal and 
coke; ore and concentrates; gravel, sand and stone; salt; lum- 
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ber and forest products; sugar, syrup and molasses; iron and 
steel; machinery and boilers; cement; brick and clay products; 
lime and plaster; agricultural implements and vehicles other 
than automobiles; paper, paperboard and prepared roofing; fer- 
tilizers of all kinds, and canned goods. 

The estimate for cotton is the same as actual loading the 
first quarter of 1931. 

The estimate in detail as to what transportation require. 
ments are anticipated for the various commodities in the first 
quarter of 1932 compared with the same period in 1931 follows: 


—Carloadings— Esti- 
Esti- mated 
Actual, mated, % De- 
1931 1932 crease 
PE, OE nics asvessicecruesecewsenw os 296,233 257,294 13.1 
Flour, meal and other mill products. 227,669 222,837 2.1 
EBAY, GUAW GN BIBRA. .cccccecceces 54,703 48,123 12.0 
CRED. 0.600805. 5604005454 0br KOO ns Kass 40,367 40,368 ee 
Cottonseed and products, except oil. 36,884 40,212 *9.0 
CO MEMO i.6:6.0:s a scr.esneceveeee esas 51,632 47,342 8.3 
Cee SPO SEEN scsccsscewressions 48,275 54,947 *13.8 
DOE Ki 6c atncomsaeevesadeesane sess Gljgue 63,259 6.8 
Other fresh vegetables ............. 71,097 66,653 6.3 
OS eae rer ee 280,260 278,883 5 
Poultry and dairy products.......... 38,081 36,525 4.1 
ee ee ee errr ere 2,088,414 1,970,859 5.6 
OTe ANG GCONCCRUTATES ciccccccsvvscese 76,866 67,894 pt 
GFAVGl, BANG GRA HONG. ..ccccccsscece 250,934 221,472 33.7 
Oe OT Cer rr 28,481 27,407 3.8 
Lumber and forest products.......... 477,960 430,867 9.9 
Petroleum and petroleum products... 508,409 510,608 *.4 
Sugar, syrup and molasses ......... 37,759 36,113 4.4 
a Se ear ee 312,745 273,716 12.5 
Machinery and boilers .......ccceeee 31,245 26,577 14.9 
DEE. isaeccuaneeusakenesaweomat 78,267 67,100 14.3 
Brick and clay products..........0+. 70,990 62,918 11.4 
Ri: SE AM 6. oi sts csc niceessaees 32,110 27,918 13.1 
Agricultural implements and vehicles, 

other than automobiles ......... 21,531 12,973 39.7 
Automobile, trucks and parts......... 125,619 127,556 *1.5 
POPtNerS, AM RIMES o.c006 0s ccccvcces 111,554 86,018 22.9 
Paper, paperboard and prepared roof- 

DN 564.064 0scandecuis ssa tenesennsae 78,283 69,630 31.1 
Chemicals and explosives .........e.. 22,115 22,599 *2.2 
Canned goods—all canned food prod- 

ucts (includes catsup, jams, jel- 

lies, olives, pickles, preserves, 

DE Sicsaawieaedcasuentuenesueeeon 45,815 43,078 6.0 

Total for all commodities ....... 5,612,161 5,241,746 6.6 

*Increase. 


PORTER MADE CHAIRMAN 


Announcement of the election of Commissioner Porter to 
the chairmanship of the Commission for 1932 has been made 
as follows by George B. McGinty, secretary of the Commission: 


Pursuant to the policy adopted January 13, 1911, Commissioner 
Claude R. Porter has been elected chairman of the Interstate Com- 
merce Commission, effective January 1, 1932, for the ensuing year. 
He succeeds the present chairman, Commissioner Ezra Brainerd, Jr. 

The new chairman was appointed a member of the Commission 
by President Coolidge in 1928 to fill the unexpired term of Henry 
C. Hall, resigned, and was later reappointed to a full term ending De- 
cember 31, 1935. 

Mr. Porter is a lawyer by profession. In his early life he served 
as a member in both branches of the Iowa legislature. Prior to his 
appointment to the Commission he had been with the government 
as United States attorney for the southern district of Iowa, special 
assistant attorney general, assistant attorney general, and later chief 
counsel of the Federal Trade Commission. At the time of his ap- 
pointment, he was engaged in the general practice of the law at Des 
Moines, Ia. 

He is a democrat in politics, having been his party’s candidate 
for governor in Iowa on three different occasions and several times 
its candidate for the United States Senate. 


Under the policy adopted in 1911, referred to in the sec- 
retary’s announcement, the chairmanship rotates among the 
members of the Commission. 


ELKINS ACT FINES 


The Commission has been informed that in the United 
States district court in the district of Maryland at Baltimore 
the Western Maryland Railway Company has pleaded guilty to 
each of ten counts of an indictment charging violations of the 
Elkins act. Judge Coleman assessed the minimum fine of $1,000 
on each count or an agregate of $10,000. The indictment 
charged that the defendant company had unlawfully paid load- 
ing charges at Sparrows Point on lumber originating on the 
Pacific coast and trans-shipped to eastern interior points, in 
violation of the Elkins act. 


MID-WEST BOARD MEETING 
The meeting of the Mid-West Shippers’ Advisory Board 
scheduled for January 7 has been canceled. Reports from the 
various committees will be distributed in the near future, ac- 
cording to the announcement. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


The holiday week brought almost complete stagnation in 
the full cargo trades. Only one grain fixture has been reported 
in the last few days—that of a British ‘steamer closed for 
account of the Brazilian government to move a cargo in 
February on the basis of $2.30 from the Atlantic Range to 
Santos, with option of gulf loading at $2.40. Berth business 
was somewhat improved, however, and freight brokers saw 
some prospect of continued improvement, but full cargo busi- 
ness continued to be confined to Vancouver orders which will 
move from the Pacific coast. 

There was no activity in the trans-Atlantic sugar trade or 
in the coal market. A number of time charters for the West 
Indies trade were reported but otherwise the time charter 
market was without features. Regular operators in the trans- 
Atlantic trade took an 1,100-ton Norwegian steamer for a trip 
across. From the Pacific coast one fixture of a grain cargo 
from Vancouver to the United Kingdom or Continent was 
reported on the basis of 24s 6d, wheat, for prompt loading. 

J. D. Harrington, secretary of the United States Atlantic 
and Gulf-West Coast of Mexico, Central and South America Con- 
ference, has notified exporters to Colombia that, effective 
December 28, the steamship line members of this conference 
will, in accordance with new Colombian government regula- 
tions, collect $3 per 1,000 kilos tonnage dues, instead of $2 as 
heretofore, on all shipments destined to Buenaventura and (or) 
Tumaco, Colombia. 

Mr. Harrington has also notified exporters to Mexico that 
recent Mexican legislation has imposed additional taxes on 
maritime transportation. While such taxes are in force, an 
extra prepaid charge of one cent a hundred pounds will be made 
on all shipments clearing from New York and (or) New Orleans 
to west coast Mexican ports on and after January 1, 1932. 

The Consulate General of Japan announces a new schedule 
of consular fees for certificates of origin to be put into effect 
on and after January 1. The fees will range from $3 for a 
declared value of $1,000 up to a maximum of $14 for declared 
values of $10,000 and over. 

Effective with the sailing from Pier 9, North River, on 
Saturday, January 9, cargo for Havana, Cuban outports and 
Port Limon, Costa Rica, will be handled on the United Fruit 
Company steamers Calamares January 9, Toloa January 16 
Pastores January 23, Ulua January 30 and thereafter the 
weekly sailings of these steamers will be on Saturday instead 
of Thursday as heretofore. 

San Francisco advices state that Roger D. Lapham, presi- 
dent of American-Hawaiian Steamship Company, denied reports 
that merger negotiations between the company and Luckenbach 
Steamship Company were proceeding. 

Some months ago executives of the two lines discussed 
plans for alignment of schedules, sailings, etc., but no conclusion 
was reached, he said. 

The combnation freight and passenger ships of the United 
Fruit Company in the service to Jamaica, British Honduras, and 
Guatemala, will dock at Philadelphia weekly. The Tivives, 
Darien and Santa Marta will maintain the service. 

Following another week of negotiations, the committee of 
intercoastal operators seeking to reach an agreement on 
stabilization of rates announced that further progress had been 
made, but that completion of the negotiations had not been 
reached. 

Furness, Withy and Company announced that their agents 
in Brazil have cabled that the Brazilian government is extend- 
ing the 2 per cent ad valorem gold import tax to the Port of 
Santos, effective January 1. This tax has been in effect at Rio 
de Janeiro for some time. 


EXCLUSIVE PATRONAGE CONTRACTS 


A temporary injunctive writ restraining the steamship 
lines comprising the Gulf-United Kingdom Conference from con- 
tinuing their exclusive patronage contracts with lumber manu- 
facturers and other acts complained of in the proceedings 
brought by the American Pitch Pine Export Company will be 
issued by the federal district court at New Orleans. The specific 
terms of the writ are to be worked out and announced by the 
court. The case is of considerable importance to both the ship- 


ping and the hardwood lumber export field. On the announce- 
ment of details of the injunction, which as yet is not applicable, 
a suspensive appeal will be taken to the next higher court, ac- 
cording to George H. Terriberry, attorney for the steamship 
lines. 

The American Pitch Pine Export Company, familiarly known 
in the trade as the Appeco, is a corporation formed under the 
Webb-Pomerene act for the exportation of lumber. On Septem- 
ber 17 it filed an application in federal court for an injunction re- 
straining the members of the Gulf-United Kingdom Conference 
from executing terms of contracts alleged as constituting 
monopoly prohibited under the Clayton and other anti-trust acts. 
The principal practices opposed were (1) the quoting of special 
preference allowances under established ocean rates to those 
shippers contracting to give the steamship lines belonging to 
the conference all their freight business, and (2) slashing of 
established rates for temporary periods covering sailing dates 
of tramp steamers sailing under special charter. The Appeco 
is a charterer. The special allowances granted exclusive patron- 
age shippers amount to not less than 10 cents a hundred pounds 
or from $3 to $4 a thousand board feet. 

It was charged by the Appeco that when announcement was 
made by the Sullivan Shipping Corporation, New York, that the 
SS. Tours would take on cargo at New Orleans the first half of 
August at 26 cents (less than the confreence rate) a joint meet- 
ing of the Continental-Gulf United Kingdom Conferences was 
held on July 28 at which the regular ocean rate was lowered 
from 27% cents a hundred pounds to 20 cents from August 1 to 
16, inclusive. This rate was applicable on hardwoods moving 
to Antwerp and London while the rate on pine was temporarily 
fixed at $10 to $8 to Antwerp. The regular rates were restored 
after the sailing of the special charter. Again, when the SS. 
Leopcld D was to sail from New Orleans the latter part of 
August the regular rates were cut August 17 through the 31st 
from 32% cents to Havre to 20 cents a hundred pounds on hard- 
woods and the rate on pine cut from $11.50 to $9.50 a hundred 
board feet. 

These practices were attacked by the Appeco as “arbitrary 
and wrongful manipulation” and alleged to be “disruptive of the 
business of exporting because the buyers in foreign countries 
refrained from placing orders during such rate disturbances and 
sought to be relieved of orders placed on the basis of higher 
rates of freight.” 

In its argument before the court the Appeco, through 
Walker B. Spencer, its attorney, asserted the exclusive patron- 
age agreements had not been presented to nor approved by the 
U. S. Shipping Board and hence were not immune from the oper- 
ation of the anti-trust acts. On the other hand, Mr. Terriberry, 
the steamship attorney, argued that approval of the conference 
agreement by the Shipping Board carried with it a tacit ap- 
proval of subsequent and contracts derivative from the agree- 
ment subject to the acquiescence of shippers, it being provided 
that opposition to any such contract may be heard by the 
board. On these grounds the contention was made that the 
court lacked jurisdiction, with the further argument that the 
ultimate issue was the reasonableness of the contract, which 
would be and is a matter of administration judgment, not judi- 
cial interpretation. Defendants said the Shipping Board alone 
had jurisdiction. Counsel for the two sides differed on whether 
the case now pending in the U. S. Supreme Court involving the 
Cunard Line involved the same principles. 

The case is recognized as involving the future of tramp 
steamer or special chartering in the gulf and perhaps even the 
future of the American Pitch Pine Export Company. 

Steamship lines named as defendants in the proceedings 
include: Dixie Steamship Company, Larrinaga & Company, 
Frederick Leyland & Company, Waterman Steamship Corpora- 
tion, Richard Meyer Company of New Orleans and Richard 
Meyer Company of Texas, Strachan Shipping Company, Alfred 
LeBlanc, Inc., and officers and agents of the conference in New 
Orleans, Mobile and Galveston. 


MARYLAND RENEWS PORT FIGHT 


The state of Maryland, the mayor and city council of Balti- 
more, the Baltimore Chamber of Commerce and the Baltimore 
Association of Commerce have asked for the suspension of the 
schedules filed by the carriers for which W. S. Curlett and B. T. 
Jones are agents, reestablishing port differentials on class rates 
on export, import and intercoastal traffic between the north 
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at BUFFALO, RY. 


Ultra-modern warehouses, located in the very heart of the 
wholesale and retail districts, are served by all railroads 
entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
maintain offices within the warehouse. Special attention 
is given to pool-car distribution. 

We offer every service that your own branch could furnish 
other than selling the merchandise. 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 


at PHILADELPHIA 


Here fifteen of the largest ocean cargo carriers can be 
worked simultaneously. . Waterside storage is provided 
by two reinforced concrete and steel structures of over 
1,000,000 square feet. There is railroad storage for over 
500 cars. Tracks extend the entire length of all piers. 
The 25-acre yard adjacent to the piers is devoted to the 
storage and distribution of lumber. 

Our negotiable receipts are accepted by all financial insti- 
tutions as best collateral security. 

PHILADELPHIA TIDEWATER TERMINAL 


George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 
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J. Al 10 Chestnut Street 17 State Street 
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Atlantic ports, on the one hand, and points in Ohio, Michigan, 
Indiana, Illinois, Missouri, Iowa, Wisconsin and Kentucky, on 
the other, on the old basis, using the class rates made effective 
on December 3, as the foundation. The schedules attacked by 
the Maryland interests are dated to become effective January 
3, filed by the tariff agents under fourth and sixth section per- 
missions issued by the Commission. (See Traffic World, De- 
cember 26, p. 1392.) 

While the protest pointed to specifically all the schedules 
filed by Curlett and Jones, a supplement thereto, attached to 
the petition for suspension, said that the protest was, however, 
against any other schedules which had been filed pursuant to 
the temporary fourth section relief granted in fourth section 
orders Nos. 10752 and 10796 and sixth section permission No. 
110648. The supplement, signed by Charles R. Seal, as attorney 
for the protestants, said the protestants were not then advised 
of the numbers of any such additional schedules, but requested 
that suspension of any such schedules be considered along with 
the schedules named in the application for suspension. As to 
the grounds of the protest, the protestants said: 


1. That the proposed adjustment of rates, which is beyond the 
control of the Baltimore carriers, would be unduly prejudicial to the 
Port of Baltimore and unduly preferential of other north Atlantic 
ports, because 

(a) The Commission’s action in Docket No. 15879, Eastern Class 
Rate Investigation, 164 I..C. C. 314, in prescribing for the first time 
a comprehensive adjustment of rates in official territory, substantially 
on the distance principle, justifies a greater recognition of Baltimore’s 
advantages of location than is accorded by the proposed port differ- 
ential relationships; 

(b) The rates prescribed in Docket No. 15879 to and from the port 
of New York are as low as can be justified in relation to the Balti- 
more rates, considering the high cost of lighterage and other terminal 
services at New York harbor in addition to the longer hauls on New 
York traffic as compared with Baltimore traffic; and, 

(c) The differentials when first agreed upon and established by 
the carriers represented a substantially greater recognition of Balti- 
— relative advantages of location than they do at the present 

me. 

2. That the proposed adjustment would result in illogical rate 
relationships, contrary to principles of rate-making which the Com- 
mission has established. 

3. That there is no proof that the competition of Baltimore is of 
such compelling character as to require the carriers serving other 
— to maintain the proposed depressed rates to and from such 
ports. 

4, That the differential agreement, in pursuance of which the 
carriers propose to continue the differentials, was an unlawful agree- 
ment which should not now be permitted to arbitrarily fix port relation- 
ships as a substitute for the judgment of the Commission as expressed 
by its decision and order in Docket No. 15879. 

5. That the proposed rates, representing substantial reductions 
below the Docket No. 15879 basis of rates, are not justified in view 
of the carriers’ general financial condition, and the Commission’s ap- 
proval of a general increase in their rates. 

The proposed rates, other than those to and from Hampton Roads, 
are based on the old differentials, New York and Boston 3 cents 
over Baltimore, with the exception that the differential is 8 cents 
in connection with the first and second class rates westbound, and 
Philadelphia 1 cent and 2 cents, respectively, over Baltimore. The 
proposed rates to and from the Hampton Roads ports are the same 
as the Baltimore rates, observing the Baltimore-Columbus rates as 
the minimum. 


The Rochester Chamber of Commerce, immediately after 
the Maryland interests had made their protest, asked for the 
suspension of the Curlett and Jones tariffs, not on account of 
the port relationship phase of the matter, but on account of 
the rates proposed for Rochester in comparison with rates from 
other cities, such as Pittsburgh, Pa., Erie, Pa., Cleveland and 
Cincinnati, O., Indianapolis, Ind., Chicago, Ill., and St. Louis, Mo. 

Rochester objected to being given rates as high as Buffalo 
and Niagara Falls, N. Y., to the various north Atlantic ports. 
Never before, said Rochester, had carriers applied Buffalo or 
Niagara Falls rates between Rochester and New York, Phila- 
delphia, Baltimore and Boston in any major class or commodity 
adjustment. The usual difference at Rochester under the Buf- 
falo rates, the protestant said, had always prevailed. That 
difference on export and import tariffs at this time, Rochester 
said, was 12% cents first class. Under the new domestic ad- 
justment of December 3, the Rochester protestant said, the 
Rochester rates were lower than from Buffalo to New York, 
Philadelphia and Baltimore, by at least 5 cents first class. This 
proposed adjustment, Rochester said, was most unusual, without 
precedent and wholly unjustifiable. 

As stated by the Rochester protestant, the present first class 
export-import rate between New York and Buffalo would go up 
from 79 cents to 91 cents, while the first class rate between 
Rochester and New York would go up from 66.5 to 91 cents. 
Rochester further pointed out that prior to December 83 the 
first class rate from Buffalo to New York on domestic traffic 
was 79 cents and after December 3, 99 cents. The domestic 
first class rate from Rochester to New York was 66.5 cents prior 
to December 3 and 94 cents afterward. 

Not only was Rochester discriminated against by reason 
of the application of the Buffalo rates, said its Chamber of 
Commerce, but the proposed adjustment would unduly prefer 
Pittsburgh and the other cities hereinbefore mentioned to the 


The Traffic World 


Vol. XLIX, No. j 





disadvantage of Rochester and other points in trunk line te. 
ritory. 

“Unfortunately,” said the Rochester protest, “the carriey 
have attempted to adapt their more than a half-century-ojj 
scheme of port differentials to the Commission’s mileage-mag& 
class rate adjustment prescribed in the Eastern Class Rate cage 
The result is an abnormal adjustment which would contin 
on export, import and intercoastal traffic, the ‘singular and yp. 
explainable characteristics’ to which the Commission refers jp 
its discussion of the subject at page 417 of its report in Dockg 
15879. Dragging the old C. F. A. port differential scheme int) 
trunk line territory east of Buffalo, without proper considers. 
tion of reasonable relationships, creates a freak adjustment 
Rochester of the kind not countenanced in any proceeding jp 
which the Commission has prescribed rates.” 

The Merchants Association of New York answering the 
request of the Maryland interests for a suspension of the Curlett 
and Jones export, import and intercoastal rates on the old port 
differential relationship, said that the Commission, in the easter 
class rate revision, did not deal with the port relationship or 
export, import and intercoastal rates. The association said that, 
in the class rate case, the Commission prescribed reasonable 
maximum rates from which the carriers might depart so long 
as other provisions of the interstate commerce act were not 
violated. It further asserted that the Commission, in other 
cases, had definitely found that the relation of the ports as 
shown in the protested tariffs was not unduly prejudicial to 
Baltimore. 

“The Commission must recognize” said the answer “that 
rate relationships fixed in the eastern class rate case, if applied 
to import and export traffic would divert tremendous tonnage 
from New York.” 

The Port of New York Authority filed an answer of similar 
character going into detail on the subject. 


WATER CARRIER AGREEMENTS 


The following agreements, filed in compliance with section 
15 of the shipping act of 1916, have been approved by the 
Shipping Board: 


1742—American-Hawaiian Steamship Company with Bermuda & 
West Indies Steamship eeeene, Ltd. (Trinidad Line and West Indies 
Line): Agreement covers through shipments from United States Pa- 
cific coast ports to ports of call of Trinidad Line in British Guiana 
and British West Indies and to ports of call of West Indies Line in 
British and French West Indies and Virgin Islands. Through rates 
are to be the sum of the local rates of the participating carriers 
Plus cost of transfer by lighter at New York. If transfer of ship- 
ments is effected by truck American-Hawaiian is to assume the 
difference in cost of such transfer over what the cost would have been 
had transfer been effected by lighter. 

1765—Luckenbach Steamship Company, Inc., with Ward Line: 
Through billing arrangement covering shipments from Pacific coast 
ports of call of Luckenbach to Tampico, Vera Cruz, Progreso and 
Puerto Mexico, Mexico, with transshipment at New York. Through 
rates are to be as set forth in tariff attached to and forming part 
of the agreement; such through rates, as well as cost of transship- 
ment, on all commodities except zinc to be apportioned 60 per cent 
to Luckenbach and 40 per cent to Ward Line. On shipments of zinc 
through rates and cost of transshipment are to be apportioned 
equally except on lots of 50 tons or over, On which Ward Line is to 
absorb all of the cost of transfer. Arrangement is subject to minimum 
bill of lading charge of $8.75, of which Luckenbach is to receive $ 
and absorb customs charges, if any, and cost of transshipment. 

1767—Williams Steamship Corporation with Osaka Shosen Kaisha: 
Arrangement for through shipments from Atlantic coast loading ports 
of Williams to Far East ports of call of Osaka Shosen Kaisha, with 
transshipment at Los Angeles Harbor. Through rates are to be based 
on direct line rates and apportioned equally between the lines, each 
of which is to assume one-half of the cost of transshipment. 


Modifications of Agreements 


1251-1—Munson Steamship Line with Nelson Steamship Company: 
Modification of agreement between the lines approved by the Board 
May 14, 1930, providing for handling of through shipments from 
Pacific coast ports to Miami, Fla., upon a combination of the _ local 
rates of the participating carriers plus wharfage charges at Jack- 
sonville. The modification changes the basis of the through rates to 
be charged under the agreement by providing for the absorption in 
equal proportion by the lines of Jacksonville wharfage charges, thus 
making the basis of the through rates the sum of the local rates of 
the two lines. ; 

1444-1—Pacific-Java-Bengal Line with Williams Steamship Cor- 
poration: Modification of agreement between Williams Steamship Cor- 
poration and Java Pacific Line, covering through shipments from At- 
lantic coast ports to the Orient via San Francisco or Los Angeles 
Harbor, as approved by the board February 4, 1931. The purpose of 
the modification is to record the name of the Pacific-Java-Bengal Line 
as the successor of the Java Pacific Line in the memorandum of 
agreement on file. 


COLOMBIA TAXES ON SHIPPING DOCUMENTS 


A Colombian presidential decree of December 21, 1931, 
effective January 1, 1932, imposes new stamp taxes in varying 
amounts on consular and commercial invoices for parcel post 
shipments and other shipping documents required by the 
customs on freight shipments, applications for import duty 
exemptions and reductions, export bills of lading, automobile 
tires, all money transfers, copyrights, trademarke registrations, 
passports and visas, insurance policies, patents and steamship 
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and airplane tickets in excess of 60 pesos, according to a cable 
received by the Department of Commerce from Commercial 
Attache Walter J. Donnelly, Bogota. 

The new stamp taxes are as follows: Consular or com- 
mercial invoices on parcel post shipments, 3 pesos each; 
applications for exemptions or reductions of import duties, 4 
pesos each; export bills of lading, 1 peso each; freight mani- 
fests and invoices, unloading permits, and other documents 
required by the customs, 1 peso each; automobile tires, includ- 
jing present stocks, 1 peso each; all drafts, transfers, bills of 
exchange, checks, sight drafts, foreign cables and wireless 
transfers payable in Colombia, 1 per cent of value; and on 
similar documents negotiated and paid in Colombia, 10 centavos 
for each 100 pesos in amount. 

Other new stamp taxes established are: Patents, 20 pesos; 
copyrights, 5 pesos; trademark registrations, 40 pesos; pass- 
ports, 10 pesos; visas, 5 pesos; insurance policies, 20 centavos 
for each 100 pesos; and foreign steamship and airplane tickets 
in excess of 60 pesos, 5 pesos each. 


PROTEST AGAINST TRANSPORT SERVICE 


Frank S. Davis, manager of the Maritime Association of 
the Boston Chamber of Commerce, has written to the Navy 
Department a protest against use of navy transport vessels 
in competition with privately owned and operated American flag 
vessels. In particular, he protested against shipment in a navy 
transport of the lens for a large telescope from Boston to San 
Francisco. 

The Shipping Board and a number of organizations have 
protested against further use of army and navy transport ves- 
sels in Competition with privately owned and operated vessels 
in commercial service. The House committee on appropriations, 
as the result of inquiry into these government services, may 
recommend discontinuance of them. 


c. 0. D. SERVICE WITH GERMANY 


The Post Office Department has announced that an agree- 
ment has been made, effective January 1, 1932, for collect-on- 
delivery service in connection with registered parcel post pack- 
ages exchange (through the office of New York only) between 
Germany and the United States (including Alaska, Hawaii, Porto 
Rico, Guam, Samoa, and the Virgin Islands of the United States). 
The maximum amount to be collected on delivery shall, for 
the present, be $45, according to the department. 


REORGANIZATION OF SHIPPING BOARD 


President Hoover is expected to press his recommendation, 
made in his message to Congress, December 8, that the admin- 
istrative functions of the Shipping Board should be transferred 
to the Department of Commerce, leaving the board a regulatory 
body acting only in an advisory capacity on loans and policies, 
in keeping with its original conception. (See Traffic World, 
Dec. 12, p. 1270.) 

The President has specifically mentioned his recommenda- 
tion as to the Shipping Board in connection with a discussion 
by him of the general problem of reorganization of government 
departments. He said the most constructive direction for econ- 
omy in federal expenditure beyond a rigid reduction of appro- 
Priations and the resolute opposition to new appropriations lay 
in the consolidation of government bureaus and general re- 
organization of the federal government. He pointed out that 
he had recommended this reorganization in public addresses, 
reports and messages to Congress throughout the last ten years. 

Congress has never seriously considered the recommenda- 
tion that the administrative functions of the Shipping Board 
be transferred to the Department of Commerce. 





IMPROVEMENT OF WATERWAYS 


A rivers and harbors authorization bill is expected to be 
reported to the House of Representatives at this session of Con- 
gress by the House committee on rivers and harbors, according 
to Representative Mansfield, of Texas, chairman of the commit- 
tee. Such a measure authorizes waterway projects to be under- 
taken and later the money for the projects authorized is appro- 
priated in the annual War Department appropriation bill. It is 
estimated that projects now before the committee through the 
submission of reports thereon by the War Department would 
require approximately $86,000,000 of river and harbor funds. 
Some of the larger projects include the proposed 9-foot channel 
for the upper Mississippi River, the total estimated cost of 
which is $124,000,000; improvement of the Cape Cod Canal and 
Buzzards Bay, Mass., and of the Tennessee River. The work 
on the upper Mississippi would extend over a period of years 
and partial allotments for the work would be made from time 
to time. 

An allotment of $40,000 from river and harbor funds for the 
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second New York district for examinations, surveys and con- 
tingencies has been approved by the Secretary of War. 

An allotment of $25,000 for dredging Raccoon Creek, N. J., 
has been approved by the Secretary of War. The project pro- 
vides for a channel 7 feet in depth at mean low water from the 
Delaware River to Swedesboro, a distance of about 9.75 miles. 
The project was completed in 1922. Shoaling has taken place 
in the channel, necessitating maintenance dredging. Commer- 
cial traffic in Raccoon Creek for 1930 amounted to 10,618 tons, 
valued at $271,675, according to the War Department. 


COTTON BY BARGE 


Major General Ashburn, of the Inland Waterways Corpora- 
tion, has announced that, under commitments made for the 
transportation of cotton by the government barge line at the 
rates of $1 a bale on high density and of $1.25 a bale on 
standard density cotton, which were established October 6 and 
which were suspended October 16 by the Acting Secretary of 
War after protest against the rates had been made by the rail- 
roads, the barge line handled 58,387 bales between October 6 
and December 14, inclusive. In the same period the barge line 
handled 109,238 bales under the old joint rail-water rates. 
Officials of the barge line believe that these figures show that 
the rates that were protested and suspended did not result in 
a large movement of cotton under them as compared with the 
movement under the joint rail-water rates. The Secretary of 
War has not yet announced a decision as to the suspended rates. 


I. C. BRIDGE AND BARGE TRAFFIC 


Application by the Illinois Central Railroad Company for 
grant of extension of time for maintaining a temporary trestle 
across Little Calumet River at Riverdale, Ill., has been approved 
conditionally by Assistant Secretary of War Payne. 

According to the War Department, the temporary structure, 
situated downstream from Calumet Harbor, will prevent the 
barge traffic, which is expected to develop on completion of the 
Illinois waterway in September, 1933, from reaching that harbor. 

Under the circumstances, said the department, the exten- 
tion of time requested was granted subject to the condition 
that on or before June 30, 1933, and as a condition precedent 
to any further extension, the railroad company “shall recon- 
struct the 55-foot horizontal span of the temporary bridge so 
as to provide a vertical clearance of 17 feet above low water 
datum, as shown on original plans, with the understanding that 
this extension does not affect the liability of the railroad com- 
pany for any damages that may arise by reason of the reten- 
tion.” 

The temporary trestle was built in connection with recon- 
struction of a bridge at Riverdale by the Illinois Central. The 
work has been completed, but the temporary bridge built to 
carry an interchange track during the reconstruction of the 
existing bridge is being used because the railroad company has 
been unable to obtain a permanent location for its track which 
handles the interchange business between the Illinois Central, 
Pennsylvania and Baltimore & Ohio railroads. 


FEDERAL BARGE SERVICE 


Major General T. Q. Ashburn, chairman and executive of 
the Inland Waterways Corporation, in response to a request 
therefor, has issued a statement outlining the situation with 
respect to the prospective range of the federal barge service 
under existing law and under proposed legislation now pending 
in Congress. He said he was not advocating extension of the 
government barge services, as that was a matter for Congress 
to determine, and that his statement was not to be construed 
as advocating extension. The statement follows: 


The existing law in regard to the activities of the Inland Water- 
ways Corporation is as follows: 

“(b) When the improvement of any tributary or connecting 
waterway of the Mississippi River, not including the Ohio River, shall 
have been completed or advanced to the point where within two 
years thereafter there will have been substantially completed a suf- 
ficient and dependable channel for the safe operation of suitable 
barges and towboats thereon; and when the Chief of Engineers of 
the United States Army shall certify that fact to the Secretary of 
War, the Secretary of War shall thereupon cause a survey of such 
tributary or connecting waterway to be made for the purpose of 
ascertaining the amount of traffic, the terminal facilities, and the 
through routes and joint tariff arrangements with connecting car- 
riers, that are or will, within such years, probably be available on 
such tributary or connecting waterway. As soon thereafter as such 
survey shall have been completed and a sufficient and dependable 
channel for the safe operation of suitable barges and towboats shall 
have been substantially completed, the Secretary of War may, if he 
finds from such survey that water transportation can, in the public 
interest, be successfully operated on such tributary or connecting 
waterway, extend the service of the Inland Waterways Corporation 
thereon as soon as the corporation shall have suitable facilities avail- 
able therefor.” 

S. 720 introduced December 9, 1931, provides for an amendment, 
as follows: 


“Section 7. The Secretary of War is authorized to extend the 
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services and operations of the Inland Waterways Corporation to any 
inland waterways or water routes where, in the opinion of the Secre- 
tary of War, such extension would be of national benefit.” 

It will be observed that the present law was designed to limit 
the activities of the Inland Waterways Corporation to the Mississippi, 
its tributaries and ——-. waterways, excluding the Ohio River. 

At the time the present law was passed, the provision excluding 
Federal Barge Line service on the Ohio River, represented the wishes 
of the shippers of the Ohio Valley at that time. 

Subsequently there have been various attempts made to extend 
the services of the Inland Waterways Corporation to the Ohio River, 
to the Columbia and Snake Rivers on the Pacific Coast, and to the 
Intracoastal Canal. S. 720, just introduced, would make the activities 
of the corporation available to the whole country whenever such 
extension of its services would be, in the opinion of the Secretary of 
War, of national benefit. 

Under the present law the Inland Waterways Corporation may, 
under section B of the existing act, be directed to extend its services 
to the Intracoastal Canal from New Orleans to the Rio Grande. The 
services of this corporation may also be extended, provided the original 
requirements of the present act have been complied with, to all of 
the tributaries and connecting waterways of the Mississippi system. 
If the New York Barge Canal is turned over to the United States, 
this corporation may operate thereon. 

The corporation intends to inaugurate barge line service on the 
Illinois River to Chicago just as soon as a suitable channel is avail- 
able, and to extend its services on the Missouri River to Kansas 
City as soon as the engineers have completed a dependable channel. 
The floating equipment and money necessary _for the extension of 
Federal Barge Line service from the Great Lakes to the Gulf of 
Mexico, and from St. Louis to Kansas City, are already available 
without calling for any increased appropriation. 

At the present time the Inland Waterways Corporation operates 
on the upper Mississippi from Minneapolis to St. Louis; on the Illinois 
River from St. Louis to Peoria; on the lower Mississippi from St. 
Louis to New Orleans, across Mississippi Sound from New Orleans 
to Mobile, and on the Warrior River from Mobile to Birmingport. 
It also owns and operates a 19 mile switching railroad connecting 
Birmingport, the terminus of the Warrior River, with Birmingham. 

To extend the operations of the Federal Barge Lines to any 
tributaries of the Mississippi, other than the Illinois and Missouri 


a. is probable that an additional appropriation would be 
required. 
Under S. 720, just introduced December 9, 1931, authorizing the 


extension of the services of this corporation to any inland waterway 
or water routes where such extension would be of national benefit, 
that portion of the country which is not now getting full advantage 
of its interior water transportation will be on a par with the rest 
of the states. 

If S. 720 is enacted into law it will mean that the services of 
this corporation will be national in scope, that its benefits will be 
extended wherever it is to the interest of the people as a whele, and 
that it will utilize to the fullest extent the great asset which our 
inland waterways become in time of war. 


EXTENSION OF BARGE SERVICES 


Railroads that are members of the Central Freight Asso- 
ciation, the Trunk Line Association, and the New England 
Freight Association have filed briefs with the Commission in 
Ex Parte 99 and Ex Parte 102 in opposition to the application 
of the Mississippi Valley Barge Line Company for a certificate 
of public convenience and necessity to extend its operations 
to that part of the Mississippi River between St. Louic, Mo., 
and Cairo, Ill., and for through routes and joint rates in connec- 
tion therewith, and to the application of the American Barge 
Line Company for a certificate of public convenience and neces- 
sity for transporting freight by boat and barge from and to 
Glassport, Pa., etc., and New Orleans, La., etc., on the Ohio and 
Mississippi rivers, and for through routes and joint rates. The 
granting of these applications, according to the railroads, must 
be at the expense of the rail lines, “and it is obvious that the 
railroads cannot be maintained in ‘full vigor’ if this thing is 
to continue.” They assert that if the applications are granted 
“every ton of freight that moves via the differential routes 
between points in C. F. A., trunk line and New England terri- 
tories, on the one hand,” and St. Louis and river ports and 
southwestern territory, on the other, will be traffic lost to the 
all-rail routes “and at a time when it is most sorely needed.” 

“To permit this diverting of traffic from the rail carriers 
when a large percentage of the motive power is idle; when 
miles upon miles of storage tracks are occupied by rolling stock 
of all kinds; when thousands of railroad -workers are in the 
ranks of the unemployed; when railroad earnings have ap- 
proached the vanishing point, would not be in harmony with 
the expressed policy of Congress ‘to foster and preserve in full 
vigor both rail and water transportation,” say the rail lines. 


TEXAS TRUCK TRANSPORTATION 


What is regarded as a declaration of policy toward motor 
truck transportation by the Texas railroad commission is its 
recent action in refusing to grant any more permits for the oper- 
ation or trucks engaged in hauling cotton on the highways 
of the state. This action will ultimately have the effect of 
clearing the roads of all trucks of this character, it is believed 
by members of the commission. No renewals of existing per- 
mits will be made. The commission contended that it had the 
power, under the new law governing motor truck transportation, 
to limit the number of trucks or to refuse to grant permits 
should conditions justify such action. It held that there were 
at this time ample rail facilities for transporting cotton from 
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interior points to shipside and to interior concentrating points. 
also that heavily loaded cotton trucks had caused the loss 
many lives on the highways and were a menace to passenger 
travel. Fleets of cotton trucks have been operating on all 
the highways of the state this season and, until the commissioy 
recently reduced the railroad freight rates on cotton to meg 
this competition, the trucks were handling 95 per cent of the 
traffic, it was estimated. It is regarded as practically assureg 
that motor truck owners will test the recent action of the com. 
mission in refusing to grant them permits in the courts. 

The attention of the railroad commission also has bee 
called to the development of motor truck transportation in the 
citrus fruit industry of the lower Rio Grande Valley. Since the 
present season opened more than 30 per cent of the shipments 
of grapefruit and oranges have been by truck and this move 
ment over the highways is increasing. Instead of truck ship. 
ments being confined to short hauls, as formerly, they are now 
being made as far north as points in Canada. Regular motor 
truck citrus fruit lines are in operation between points in the 
lower Rio Grande Valley and St. Louis, Chicago, Kansas City 
and eastern points, according to information received by the 
railroad commission. It has also been pointed out by railroads 
that practically all of the canned goods, which in former years 
comprised a heavy rail movement from California to Texas and 
other distant points, are now shipped by motor trucks. A traffic 
official of the Southern Pacific Railroad said only one car of 
California canned fruit had been received in Austin territory 
in the last two years, as compared with hundreds of cars an- 
nually before the advent of trucks. 

The commission has a large amount of other data bearing 
on the subject of motor truck transportation and is giving 
serious consideration to the situation with a view to formulating 
such orders as will tend to remedy any unfair competition that 
may exist, it is stated. 





TRUCK LINES FILE TARIFFS 


Fifteen certified truck lines operating more than 100 trucks 
out of Spokane took steps this week, with the adoption of 
Tariff No. 1, approved by the Department of Public Works of 
Olympia and the Public Service Commission of Idaho, to place 
themselves in line with railroads in a common cause against 
the so-called “unlicensed wildcat truck operators” who pay no 
gross revenue tax to the state. 

This is the first published tariff for truck carriers in east- 
ern Washington and Idaho region, the former operation being 
under the Washington Motor Freight Association with head- 
quarters at Tacoma. 

“These certified trucks will operate under the western classi- 
fication,” said E. C. Ealy, president of the Inland Motor Freight, 
“which governs the rates of rail carriers and the truck rates 
will be the same as those under the pick-up-and-delivery service 
of the railroads. 

“Motor truck traffic is off about 10 per cent compared with 
this period a year ago, which slump we ascribe to the activities 
of the ‘wild catters.’ Traffic conditions are looked to improve 
after the first of the year.” 

Mr. Ealy announced the establishment of the Inland Motor 
Freight Traffic bureau in the Realty Building, Spokane, in charge 
of R. P. Carolus, agent. 





MISSOURI MOTOR LAW 


Byron E. Finley, president of the Missouri Truckman’s 
Association, says the association is in no way connected with 
the suit instituted in the United States District Court at Jeffer- 
son City to test the validity of the motor-vehicle law enacted 
by the Missouri legislature. In fact, Mr. Finley upholds this 
law. He says: 


It is the policy of this organization to aid the state officials in 
the enforcement of all laws. This law regulating motor trucks and 
placing them under the Public Service Commission meets with the 
approval of the Missouri Truckmen’s Association, and, while we are 
aware of the fact that the law is by no means perfect, we trust 
ge a and time will correct the defects and make it a law which 
will be invaluable to the legitimate truck operators. 

The law, from the viewpoint of the legitimate truck operators, 
offers them a protection which they have never had, inasmuch as it 
will place competition on an equal basis. It will be necessary for 
an operator applying for a certificate of convenience and necessity 
to file a tariff of rates, which, in turn, will be passed on by the 
Public Service Commission. It is reasonable to believe the commis- 
sion will not allow several different rates to apply to competitive 
points. This will put an end to the deplorable condition which now 
exists in the motor truck industry—that is, a price war between 
the various operators over practically every route in Missouri. 


TEXAS TRUCK REGULATION 
The provision of the Texas motor truck regulatory law 
which prescribes that 7,000 pounds shall be the maximum load 
if the truck is being operated as a general commercial vehicle 
and 14,000 pounds if it is carrying goods or commodities to or 
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from a common carrier loading or unloading point, went into 
effect January 1. All motor trucks must be registered for the 
factory weights of the maximum load authorized by the manu- 
facturer. Hundreds of the trucks now operating on the high- 
ways of Texas have factory weights of 10,000 to 16,000 pounds. 
The enforcement of the law will require the discarding of all 
of these overweight vehicles. It has been discovered, however, 
that certain provisions of the new law conflict with existing 
motor truck regulatory measures which were not specifically 
repealed. L. G. Phares, chief of the state highway patrol, has 
asked Attorney-General James V. Allred for an opinion as to 
whether the provisions of the old law that are in conflict with 
the new law were automatically repealed with passage of the 
new statute and, if not, what, if anything, the state highway 
patrol can or should do in the matter of enforcing the act. He 
has aSked for construction of several other points where the 
new and old laws conflict. 

The caption of the new statute has a clause “repealing all 
laws or parts of laws in conflict herewith,” but does not spe- 
cifically point out the laws to be repealed. 


MEETING TRUCK COMPETITION 


New low rates on mixed small lot shipments between Chi- 
cago and Milwaukee (from one shipper to one consignee) will 
go into effect on the Chicago & North Western and the Mil- 
waukee railroads, February 5, on a _ scale much lower than 
existing less-than-carload rates now in effect. 

H. W. Beyers, vice-president-traffic, of the North Western, 
announced that “the new rates establish a mixed carload rate 
for 1. c. 1. shipments. It makes it possible for a shipper who 
has been transporting his goods under 1. c. 1. rates and pack- 
ing requirements to ship a mixed carload of commodities under 
carload rates and packing requirements. As an example, a 
shipper who has been shipping beans, corn, peas and the like 
under separate 1. c. 1. rates can now put all types of goods in 
the same carload and ship them under the new rate. There 
are a few articles that are excepted in the tariff, such as live 
stock, acids, and things that require refrigerator car handling. 

“Three different rates have been put in, the first, with a 
10,000-pound minimum, applies between team tracks of the North 
Western in Milwaukee and team tracks of the North Western 
in Chicago. It is 22 cents a hundred pounds. The second, with 
a 25,000-pound minimum, is between on-line industries in the 
two cities and is 20.5 cents a hundred pounds. The third, with 
a 40,000-pound minimum, is between industries on connecting 
lines with the North Western in the two cities and is 19 cents 
a hundred pounds.” 

The new rates are presumably for the purpose of meeting 
truck competition. The Milwaukee announcement pointed out 
that they would be open to highway operators, making it possible 
for them to perform the collection and delivery services and 
use the rails for the line haul. 


GRADE CROSSING ACCIDENTS 


Reports for the first nine months of 1931 compared- with 
the same period in 1930, showed further reductions in the 
number of accidents at railroad highway grade crossings and 
in the number of casualties resulting therefrom, according to 
reports for that period received from the railroads by the safety 
section of the American Railway Association. 

Accidents at railroad highway grade crossings totaled 2,942 
for the first nine months of 1931, a reduction of 438 compared 
with the same period in 1930. Fatalities caused by such acci- 
dents totaled 1,324 for the nine months’ period of 1931, a reduc- 
tion of 124 below the same months in 1930. Persons injured in 
the nine months of 1931 totaled 3,296, which was a reduction of 
535 under the same period in 1930. 

In the month of September alone, 271 accidents at railroad 
highway grade crossings were reported, a reduction of 114 
under the number for September, 1930. Fatalities resulting from 
such accidents in September, 1931, totaled 126, which was a 
reduction of 36 compared with September, 1930. Persons in- 
jured totaled 288 in September, a reduction of 150 compared 
with the same month in 1930. 


STORE-DOOR DELIVERY CONFERENCE 


Shippers and railroad officials held a conference in New 
York, December 29, in the rooms of the Trunk Line Association 
to discuss a schedule of rates proposed for the handling of 
freight under a store-door delivery and pickup system in Greater 
New York. After two hours of discussion no definite decision 
Was reached. The only announcement was made by Robert N. 
Collyer, chairman of the Trunk Line Association, who said that 
the negotiations were still in the talking stage. 
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Questions and Answers 


N this celuma will be answered questions of both legal and practical 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in ahswer to an — question relating to the law of interstate 
transportation of freight. trafic man of ag experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of ea herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Routing and Misrouting—Duty of Carrier Where Shipper Speci- 
fies Carrier, but Not Junction Point 


Indiana.—Question: We received a car of bags from a point 
in Michigan, routed by the way of carriers A, B and C. 

This car moved by way of junction E from carrier B to 
carrier C and was billed as being a stopover car at junction D. 
It was necessary to switch this car from carrier C to carrier B 
at junction D, and we were compelled to pay $5.40 switching 
charges. If this car had moved by way of junction D for de- 
livery to carrier C, there would have been no switching charges 
at the stopover point, as: the consignee is located on the tracks 
of carrier B. 

We filed a claim with the carriers for a refund of the switch- 
ing charges, claiming an error in routing, and the claim papers 
have been returned to us by the carriers, with the statement that 
they could not assume the responsibility of an error in routing, 
account of the junctions not being shown, in the bill of lading. 
We will agree with the carriers that the bill of lading did not 
carry the junctions, but merely the names of carriers A, B and C. 

Will you please favor us with a ruling upon this subject? 

Answer: In United Kansas Portland Cement Co. vs. Mo. 
Pac., Unreported Opinion A-321, the Commission said: 


In its instructions to the initial carrier, the complainant specified 
the lines over which the shipment should move, but did not specify 
the junction point. It was therefore entitled to have the shipment 
move by the route that gave the lowest rate available via the de- 
fendant’s lines. 


See also Bush & Co. vs. L. & N. R. R. Co., 115 I. C. C. 46. 


The Commission has also held that a carrier is not charged 
with knowledge of the consignee’s plant location, nor has it a 
duty to select the delivery desired by the consignee. Lynch- 
burg Chamber of Commerce vs. Southern Ry. Co., 115 I. C. C. 
625. The principle of this case is, in our opinion, applicable 
to the facts in the instant case, provided that the shipment 
was forwarded via the cheapest route composed of carriers 
specified in the bill of lading. If not, damages represented by 
higher charges than would have been, lawfully assessable had 
the misrouting not occurred are recoverable. Kile & Morgan 
Co. vs. Deepwater Ry. Co., 15 I. C. C. 235. 


Transit—Exchange of Transit Tonnage by Shipper 


Pennsylvania.—Question: If a car of grain or feed is shipped 
and transit billing used on same works to a Cumberland rate 
point for 8% cents is sent to transit bureau and also railroad 
the car goes forward, and the next day, while checking up on 
billing on hand, the shipper finds he has billing that will work 
at 1 cent less than this, is he permitted to issue corrected 
billing on this car and send same to transit bureau and also 
railroad, and have the privilege of the 1 cent on the car? Also, 
is there any rule governing billing, if the billing used will not 
work, can corrected billing be used and sent to the bureau and 
the railroad? Or are the shippers not allowed to do this? 


Answer: We can, locate no decision of the Commission 
covering this point, but in Lindsley Bros. Co. vs. G. N. Ry. Co., 
113 I. C. C. 166, the Commission said: 


Transit is optional, and when the charges made by the use of 
transit are higher than the charges at the full local rate from transit 
station to final destination the shipper can elect to pay the lower 
charges. In this case it elected to take advantage of transit, and 
therefore the rates assessed were applicable. 


Also in Swift & Co. vs. C. B. & W. R. R. Co., 50 I. C. C. 233, 
the Commission states that transit rates must be sufficiently 
authorized by tariff provision; that they cannot be inferred. 

We are inclined to the opinion that you may not substitute 
for billing which has been surrendered billing which will be 
more advantageous to you nor substitute billing which will per- 
mit of transit for billing which does not permit of transit. 
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Transit—Date of Shipment from Point of Origin and Not Transit 
Point Governs 


California.—Question: The Southern Pacific Company (Pa- 
cific Lines) have published the following item in their Terminal 
Tariff No. 230-J, I. C. C. No. 4574, effective November 2, 1931. 
Absorption of Sacking Charges on Bulk Grain. 


Southern Pacific Company (Pacific Lines), when it receives a 
line haul from Wells, Nev., Ogden, Utah, El Paso, Tex., or Deming, 
N. M., to San Francisco, Napa, Schellville Junction or Santa Rosa, 
Calif., will assume the actual cost of labor not exceeding 5 cents 
per 100 pounds for sacking carload shipments of bulk grain at San 
Francisco, Oakland or Stockton, Calif., on its line, on shipments 
originating beyond Wells, Nev., Ogden, Utah, El Paso, Tex. (see Note 
2), or Deming, N. M., and destined to points on the Petaluma_and 
Santa Rosa R. R. or to Sausalito, San Rafael, Petaluma, Santa Rosa 
and Sebastapol on the Northwestern Pacific R. R., or to Napa and 
Santa Rosa, Calif., on the Southern Pacific Co. (Pacific Lines). 

Note 2—Applies only when originating at points and moving 
under rates named in Trans-Continental Freight Bureau South: Coast 
Tariff No, 46-A (I. C. C. No. 1262 of Agent H. G. Toll). 


We desire to know if the bill of lading date governs the 
transit tonnage on hand; that is, if we are holding in our files 
tonnage that originated previous to effective date of the above 
item are we entitled to the benefit of the sacking in transit 
privilege providing that the grain is sacked after November 2? 

We have received shipments at our station since the sacking 
provision has been in effect and the eastern shippers in for- 
warding grain to us from their elevators apply their inbound 
transit which in most cases has originated previous to November 
2. In this case does the original bill of lading date govern the 
performance of sacking at Stockton? 

Answer: Under the principle of the decisions of the Com- 
mission in Fargo Iron & Metal Co. vs. G. N. Ry. Co., 46 I. C. C. 
399, and D. A. Stickle & Sons vs. Penn. R. Co., 151 I. C. C. 364, 
the transit privilege established November 2, 1931, may not be 
applied on tonnage which you have on hand originating prior 
to that date. 

In the case first mentioned above, the Commission said: 


We have held, with respect to shipments moving in connection 
with transit arrangements, that the rates and regulations lawfully 
applicable to the transportation and transit service were those in 
effect when the shipment originated. Thus, in our supplemental re- 
port in the Transft Case, 25 I. C. C. 130, 133, we said: 

“The rate in effect at the time shipment began to move is the 
rate lawfully appliable. In case a privilege has been enjoyed prior to 
the date of an order, a tariff canceling such privilege does not affect 
tonnage that began to move prior to the cancellation, but such tonnage 
is subject to the policing requirements.” 


Tariff Interpretation—Application of Rule 5 of Classification— 
Absence of Ratings for Articles When in Packages 


Ohio.—Question: A question has come up relative to ship- 
ments of sand power pumps, impellers, liners, etc., which are 
parts of the power pump. 

The classification shows these commodities loose, in-less- 
than-carload lots as taking third class rate, but there is no 
mention of these shipments if packed in boxes. 

Kindly advise what the rate would be when shipped in 
boxes when they are not classified. We have been advised that 
the third class rate should apply as in loose. 

We fail to find ruling covering this charge and would ap- 
preciate your view. 

Answer: Rule 5, section 4, paragraph (e), Consolidated 
Freight Classification No. 6, reads: 


Unless otherwise provided for in the separate description of 
articles, where ratings are provided for ‘“loose’’ or “in bulk,’* such 
ratings will also apply on the same articles in packages. 


Item .16, page 335, of the classification, assigns third class 
rating to power pump parts when shipped loose in less-than- 
carload lots. In our opinion, the same rating applies, under 
the foregoing rule, when these pump parts are shipped in 
packages. 


Liability of Carrier for Delay Resulting from Misrouting Under 
Reconsigning Instructions 


Texas.—Question: Refer to your answer to “Texas,” on 
page 1190 of Traffic World dated November 28, 1931. 

You state that the liability of the carrier in this case is 
dependent upon whether under reconsigning instructions given, 
there was a specific designation of routing via the line of the 
Santa Fe to warrant the Santa Fe forwarding the shipment via 
the longer route. 

The only routing that was inserted in the reconsigning 
order was “Route Santa Fe” with no junction shown, nothing 
was shown in the reconsigning order for the Santa Fe to back- 
haul this shipment via Temple and their line all the way. We 
still contend that the S. P. were negligent in the handling of 
this car in their failure to deliver the car to the Texas & 
Pacific at Fort Worth and the Santa Fe at Sweetwater. Do you 
think that they handled this car of perishables with the quick- 
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est dispatch to destination as they could have, since the re. 
consigning instructions only carried “Route Santa Fe” with no 
junction shown. We feel that the S. P. were aware of the 
fact when they delivered the car to the Santa Fe at Fort Worth 
they knew that car would have to be back-hauled to Temple 
and would be delayed and that they would have been within 
their rights to deliver the car to the Texas & Pacific, which 
would have meant that car would have arrived at destination 
24 hours earlier. 


Answer: While the reconsigning instructions which were 
given the initial carrier authorized the Santa Fe to haul the 
shipment through to destination, it might be held that the nature 
of the shipment was such as to impose the duty on the Santa 
Fe to turn the shipment over to an intermediate carrier. 

We can locate no case specifically in point. 


State Versus Interstate Traffic 


Colorado.—Question: An 
made from point A to point B. 

From point B, L. C. L. shipments are made to intrastate 
destinations, viz., from the above mentioned carload shipment. 

A different scale of rates is applicable on intrastate traffic 
than on interstate traffic. 


Which scale of rates is applicable on L. C. L. shipments 
moving from point B in an intrastate traffic? 


Please give reasons for your opinion, citing decisions con- 
trolling. 


Answer: Where there is an original and continuous intent 
that the goods shall move through from point of origin to an in- 
terstate destination or to a foreign destination, the transporta- 
tion is interstate or foreign commerce in character. In B. & O, 
Fay R. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, the court 
said: 


interstate carload shipment is 


If the intention with which the shipment was made had been 
actually in issue, the fact that possession of the cars was taken 
by the shipper at Oakley and that they were not rebilled for several 
days, would have justified the jury in finding that it was originally 
the intention to end the movement at Oakley and that the rebilling 
to Madisonville was an afterthought. But the defendant Clephane 
admitted at the trial that it was intended from the beginning that 
the cars should go to Madisonville; and this fact was assumed in 
the instructions complained of. In other words, Madisonville was 
at all times the destination of the cars; Oakley was to be merely 
an intermediate stopping place; and the original intention persisted 
in was carried out. That the interstate journey might end at Oakley 
was never more than a possibility. Under the circumstances, the in- 
tention as it was carried out determined, as matter of law, the essen- 
tial nature of the movement; and hence that the movement through 
to Madisonville was an interstate shipment. For neither through 
billing, uninterrupted movement, continuous possession by the car- 
rier, or unbroken bulk, is an essential of a through interstate ship- 
ment. These are common incidents of a through shipment; and when 
the intention with which a shipment was made is in issue, the pres- 
ence, or absence, of one or all of these incidents may be important 
evidence bearing upon that question. But where it is admitted that 
the shipment made to the ultimate destination had at all times been 
intended, these incidents are without legal significance as bearing 
on the character of the traffic. For instance, in many cases involving 
transit or reconsigning privileges in blanket territory, most or all of 
peer na incidents are absent, and yet the through interstate tariffs 
apply. 


It is not the method of transportation but the continuity 
of the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See Hughes 
Bros. Lumber Co. vs. Minnesota, 272 U. S. 469, 47 S. Ct. 170. 
In this case the court said: 


The conclusion in cases like this must be determined from the 
various circumstances. Mere intention by the owner ultimately to 
send the logs out of the state does not put them in interstate com- 
merce, nor does preparatory gathering, for that purpose at a depot. 
It must appear that the movement for another state has actually 
begun and is going on. Solution is easy when the shipment has been 
delivered to a carrier for a destination in another state. It is much 
more difficult when the owner retains complete control of the trans- 
portation and can change his mind and divert the delivery from 
the intended interstate destination, as in the Champlain Company 
case. The character of the shipment in such a case depends upon all 
the evidential circumstances looking to what the owner has done in 
the preparation for the journey and in carrying it out. The mere 
power of the owner to divert the shipment already started does not 
take it out of interstate commerce, if the other facts show that 
the journey has already begun in good faith and temporary inter- 
ruption of the passage is reasonable and in furtherance of the in- 
tended transportation, as in the Champlain Company case. 


We locate no decision of the Commission covering facts en- 
tirely similar to those in the instant case. However, the prin- 
ciple of the decisions in J. Hurt Whitehead vs. Sou. Ry. Co., 
163 I. C. C. 405; Hammersley Mfg. Co. vs. Erie R. Co., 148 
I. C. C. 47, and Taylor & Co., Inc., vs. Sou. Ry. Co., 109 I. C. C. 
431, governs, depending upon the exact facts. In the first case 
the Commission said: 


Complainant contends that the interstate character of the ship- 
ment terminated at Norfolk, because the ultimate destination of no 
portion thereof was known when it left Seattle. It urges that the 
Southern therefore, should have forwarded the shipment over the 
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intrastate route and collected charges thereon based on the fourth- 
class intrastate rate of 41 cents. Reparation to that basis is sought. 

Complainant stresses the fact that the shipment was delivered to 
the forwarding agent at Norfolk and was reshipped by it to Chatham. 
The mere method of handling or the incidents of billing are not con- 
trolling. The actual movement and the real character of a shipment 
are the determining elements. The instant case is not materially 
different from Goldsboro Chamber of Commerce vs. A. C. L. R. R. 
Co., 91 I. C. C. 315, 321, wherein it was found that import shipments 
forwarded from shipside at Wilmington, N. C., to destinations in 
North Carolina were in fact interstate commerce, and that other 
portions of the same cargo which had been stored at Wilmington 
and subsequently shipped to destinations in North Carolina were 
intrastate traffic. The immediate forwarding of the shipments from 
Norfolk coupled with the fact that the party having control thereof 
sold a portion of it while the entire shipment was moving in inter- 
state commerce for a further and immediate continuous movement 
beyond Norfolk clearly indicates that this portion of the shipment 
moved in interstate commerce from Norfolk to Chatham. 


In the last case the Commission said: 


The facts of record established that the movements beyond Rich- 
mond were reshipments. Delivery was made to and accepted by com- 
plainant who took charge thereof, paid the incoming charge thereon, 
and arranged, without the carrier or agent of the carrier acting for 
it, for the further transportation of the tobacco. The inbound move- 
ments were wholly unrelated to those outbound. Apparently there 
was no intention to move the tobacco beyond Richmond until after its 
arrival at that point. 


Tariff Interpretation—Tariff Items Must Be Construed so as 
to Avoid Conflict if Possible 


Missouri.—Question: In supplement 50 to Agent Speiden’s 
tariff 615, Carolina Westbound Cotton Goods Tariff, page 23, 
there is a rate published on cotton factory sweepings from 
Charlotte, N. C., to St. Louis when routed via Evansville as 
follows: 2814 cents to Evansville, 30,000 pounds, subject to rule 
34; 1814 cents beyond Evansville, 24,000 pounds, subject to rule 
34, which makes a through rate of 47 cents. 


Also on page 22 of this supplement are published rates of 
70% cents, carload, minimum 20,000 pounds, and a rate of 50 
cents carload, based on a minimum of 30,000 pounds, applying 
on cotton sweepings as described in item 160 of the tariff via 
any river crossing except Evansville. These two rates have 
been interpreted in several different ways by the carriers, Cham- 
ber of Commerce and us as to how they are subject to rule 34. 
item 160 (which describes articles taking cotton sweepings 
rates) quotes a minimum of 24,000 pounds, not mentioning same 
to be subject to rule 34, other than a reference mark in front of 
cotton card strippings, which shows this commodity is subject 
to rule 34. 


_ Our interpretation of item 160 is that sweepings, other than 
card strippings, are not subject to rule 34, because if it were 
meant that all sweepings were subject to rule 34, the item would 
not be reference marked, but this would be incorporated in the 
item as is the general way of publishing rates of this nature. 

Your interpretation as to rule 34, item 160, will be greatly 
appreciated. 


Answer: The tariff in question bears Agent Speiden’s Tariff 
No. 615, and Agent Cottrell’s Tariff No. 115-A, I. C. C. No. 783. 
It is specifically provided in immediate conjunction with the 
70% cent and the 50 cent rates that the carload minimum 
weights will be 20,000 pounds and 30,000 pounds, respectively. 
It is also provided that these rates are to be applied to “Cot- 
ton Sweepings as Described in Item 160.” Item 160 reads sub- 
stantially as follows: 


Where reference is made to this item, rates are applicable on 
the following commodities: 
_ .*Cotton card strippings, cotton noils . . . cotton sweepings... 
in bales or in bags, compressed, straight or mixed carloads, mini- 
mum weight 20,000 pounds, except where otherwise stated... 


*Subject to Rule 34 of Southern Classification. 


The minimum of 24,000 pounds, provided for in the item 
applies only to mixed carloads of various commodities. Nothing, 
except cotton card strippings, refers to rule 34 of the classifi- 
cation. Our view is that nothing in item 160 supplies a basis 
fr minimum weights to apply in conjunction with the foregoing 
rates. Item 160 is not absolute as to minimum weights, for it 
states the minimum will be 20,000 pounds “except where other- 
wise stated.” Inasmuch as item 160 does not apply, except in 
connection with rates which make reference thereto, the quali- 
fication “except where otherwise stated” must perforce mean 

except where otherwise stateed in conjunction with the rates 
making reference to item 160.” 

To hold that item 160 supplies a minimum weight basis 
for these two rates is to hold that there is a conflict in minimum 
weights to be used, for page 22 supplies minima, limiting the 
20,000-pound minimum to the 70%4-cent rate, and the 30,000- 
pound minimum to the 5014-cent rate, whereas item 160 contains 
a flat minimum of 20,000 pounds. Even if page 22 did not sup- 
ply the minima, we cculd not say that the minimum on sweep- 
ings provided in item 160 is subject to rule 34. Reading the 
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whole tariff together, as we must, when any provision igs ob- 
scure, it seems to be the plain intendment of this tariff that 
when a minimum is to be made subject to rule 34 there will be 
mention made of rule 34, otherwise the minimum is not subject 
to that rule. It seems to us that reference in these instances 
on page 22, supplement 50, to item 160, is for commodity de- 
scription and no more. There is no reference to item 160 for 
minimum weights, but simply for the commodity on which to 
apply the rate carried on page 22. 


Freight Charges—Liability of Consignor for Amount Erroneously 
Refunded to Consignor 


Arkansas.—Question: 
on the following situation: 

A car of coal is purchased by a concern through a broker 
and a stipulated price for the coal and rate of freight per ton 
from shipping point to destination is quoted by the broker. 
On arrival the consignee accepts delivery and pays freight 
charges on the basis of the quotation given by the broker. It 
develops that there is in effect a lower rate made on St. Louis 
combination, than that which was applied on the shipment, 
which was Memphis combination, and claim is filed for the al- 
leged overcharge, claim being based on the St. Louis combina- 
tion, and the delivering carrier pays claim on this basis. Later 
it is discovered that the original lading carried specific routing 
via Memphis and the carrier requests the consignee to return 
the over-payment. The consignee declines, stating that the col- 
lection should be made from the shipper, due to the fact that 
the shipper did not elect to protect himself by signing the no 
recourse clause in the bill of lading, i. e., section 7, and that 
the overcharge was brought about by misrouting on the part of 
the shipper. 

It is our view that the carrier cannot proceed against the 
shipper, as the refunding of the alleged overcharge was not a 
portion of the bill of lading contract and that the shipper is 
in no way interested. 

Answer: The question at issue in the instant case is, as 
we see it, whether recovery of the amount erroneously refunded 
to the consignee may be had of the consignor on the ground 
that he, as the party who entered into the contract of shipment 
may be required to pay the legal tariff rate, regardless of the 
liability of the consignee. 

While no doubt the carrier may recover from the consignee 
the amount refunded in error, if suit is brought within the 
statutory period of limitation (P. C. C. & St. L. vs. Fink, 250 
U. S. 577, 40 S. Ct. Rep. 27), we are inclined to the opinion 
that recovery cannot be had from the consignor, for the reason 
that the lawfully published freight charge has been paid to 
the carrier, and it would be inequitable to permit the carrier 
to recover from the consignor an amount which it had collected 
from the consignee, but had through error refunded to that 
party. We are of the opinion that it must look to the consignee 
for the amount erroneously refunded. 

We can locate no cases in point. 


Freight Charges—Storage—Liability for 


New York.—Question: We would appreciate your opinion 
on the following question: 


We had a carload of flour consigned to our order, Wallabout 
Station, Brooklyn, hold Jersey City for orders, notify Richard 
Roe, New York City, charges billed collect. Section 7 of the 
lading was not properly executed. 


The shipment arrived at its holding point, was held for an 
indefinite period, and delivery accepted at one of the inland 
stations, but not before considerable storage had accrued. The 
shipment was ordered from the holding station to the inland 
point for delivery by the consignee, who also surrendered the 
bill of lading. The draying was done at the request of the 
consignee by one of the established trucking companies, who 
was also on the carrier’s credit list. The freight charges were 
paid by one of the subsidiary companies of the shippers, as a 
matter of accommodation to the consignee, and we would like 
to ascertain who is liable for the storage charges. 

Answer: While the consignee, by the acceptance of the 
goods, becomes liable for the payment of the freight charges 
thereon, the liability of the consignee does not depend in such 
a case on the assumption that the original shipper would not 
be liable, but on a new contract to pay the freight, evidenced 
in ordinary cases by the bill of lading and the reception of goods 
under it. There is no shifting of liability. The contract of the 
consignor and that of the consignee are not considered to be 
inconsistent with each other; each is an original contract based 
on a sufficient consideration. 

The carrier has a right to look for his compensation to the 
person who required him to perform the service by causing the 
gocds to be delivered to him for transportation, and that person 
is generally, of course, the shipper named in the bill of lading, 
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or the consignor. The receipt of the goods by the consignee 
likewise obligates the consignee to pay the freight charges. 

The above statements are, without any doubt, applicable to 
the freight charges on a shipment, and, in our opinion, the same 
principles govern in the case of storage charges. See P. R. 
Co. vs. Kemmers, 73 Pa. Super. Ct. 588; Bewley-Darst Coal Co. 
vs. W. & A. R. Co., 87 S. E. 702 (Ga.), and B..& O. R. R. Co. 
vs. Luella Coal & Coke Co., 81 S. E. 1044 (W. Va.), in which 
the consignor was held liable for demurrage charges where 
the consignee refused the goods. See, also, B. & O. vs. B. 
Foster Co., 81 Pa. Super. Ct. 304, and G. N. Ry. Co. vs. Hocking 
Valley Fire Clay Co., 166 N. W. 41. 

If the consignor is liable for freight charges by reason of 
the fact that he is the party who required the carrier to perform 
the transportation service by causing the goods to be delivered 
to the carrier for transportation, the consignor, it seems to us, 
may likewise be held liable for storage charges accruing under 
this contract of shipment; that is, storgae charges accruing 
* prior to the delivery to and acceptance of the goods by the 
consignee. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. W. Crom, 
Pres.; E. Jubin, Secy. and Treas. 

Albany, N. Y.—Capital District Traffic Association. 
Acker, Pres.; J. E. Hanrahan, Secy.-Treas. 

Anderson (Ind.) Traffic Club. John Peters, Pres.; Fred 
Waugh, Secy. 

Atlanta—tTraffic Club of Atlanta. 
F. B. Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. 
C. F. Johnston, Secy. 

Baton Rouge Traffic Club. D. S. Reymond, Pres.; R. J. 
Eisworth, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. HE. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. E. A. 
Goodrich, Pres.; E. F. Rainey, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. A. W. 
Vogtle, Pres.; W. E. Francis, Secy. 

Birmingham, Ala. The Women’s Traffic Club of. 
gar, Pres.; Ida Parker, Secy. 

Blackwell (Okla.) Traffic Club. E. R. Walcher, Pres.; C. E. 
Schofield, Secy.-Treas. 

Boston. Mass.—The Association of Railway and Steamboat 
Agents of Boston. T. J. Glancy, Pres.; W. M. Macomber, Secy.- 
Treas. 


Hw. i 


E. H. Anderson, Pres.; 


N. R. Keeling, Pres.; 


Mary Le- 


Bridgeport (Conn.) Traffic Association. S. J. Heneghan, 
Pres.; A. Winter, Secy. 
Brooklyn Traffic Club. E. A. Buchmann, Pres.; A. C. 


Welsch, Secy. 

Buffalo Transportation Club. W. G. Alexander Pres.; W. B. 
Faulkner, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
John Harrup, Secy. 

Canton (O.) Traffic Club. J. R. Ellis, Pres.; M. L. Under 
wood, Secy. 

Central Ohio Traffic Club. W. R. Prickman, Toledo, Pres.; 
Claud Robinson, Mansfield, Secy.-Treas. 

Chattanooga Traffic and Transportation Club. T. Y. Morris, 
Pres.; N. W. Westbrook, Secy.-Treas. 
. Chicago Traffic Club. J. H. Mangold, Pres.; R. W. Campbell, 

ecy. 

Chicago, Junior Traffic Club of. W. F. Schulten, Pres.; J. E. 
Paulen, Secy. 

Chicago, Woman’s Traffic Club of. 
Pres.; Mrs. Elizabeth McKenna, Secy. 

Cincinnati Traffic Club. R. C. Barnard, Pres.; J. E. Dorset, 


Mrs. R. Anna Arndt, 


Secy. 
Cincinnati—The Traffic League of. Harry Witte, pres.; 
N. F. Meyers, Secy. 

Clarksburg (W. Va.) Traffic Club. R. C. Gaylord, Pres.; 
L. K. Auten, Secy.-Treas. 

Cleveland Traffic Club. J. W. Freeland, Pres.; J. F. Potts, 
Secy. 

Columbus, O., Transportation Club. N. S. Worrell, Pres.; 
G. G. Rutledge, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. C. R. Carlton, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. H. G. Smith, Pres.; 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. R. F. Watt, 


G. J. Adamcik, 
Pres.; 
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H. E. Bloomquist, Secy. 

Des Moines Transportation Club. Phil Schorr, Pres.; E. J 
Kelleher, Secy.-Treas. 

Denver Traffic Club. F. H. Faus, Pres.; W. H. Brewer, 
Secy. and Treas. 

Denver Commercial Traffic Club. 
Hotchkiss, Secy.-Treas. 
. Detroit Traffic Club. G. W. Atherton, Pres.; T. R. Cochrane, 

ecy. 

Detroit, Mich. Motor-City Traffic Club. J. F. Gaughran, 
Pres.; N. A. Murphy, Secy. 

Elmira (N. Y.) Traffic Club. C. N. Ellis, Pres.; M. J. 
Wilson, Secy.-Treas. 

El Paso Traffic Club. F. L. Mulberry, Pres.; F. C. Tockle 
Secy.-Treas. 

Erie Traffic Club. H. O. Schmitz, Pres.; W. M. Eismann, 
Secy. 

Evansville (Ind.) Traffic Club. A. A. Rumpf, Pres.; P. W., 
Lawrence, Secy.-Treas. 

Flint (Mich.) Transportation Club. L. S. Bryan, Pres, 
H. U. Wilcox, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. W. H. Ginger, 
Pres.; C. L. Saurbaugh. Secy. 

Fort Worth Traffic Club. B. D. Locke, Pres.; D. H. B. Todd, 
Secy.-Treas. 

Grand Rapids Transportation Club. J. E. Harding, Pres,; 
G. F. Braunschneider, Secy. 

Hamilton, Ont., Traffic Club. A. E. Rankin, Pres.; W. E, 
Murray, Secy.-Treas. 

Houston Traffic Club. H. T. Lindsey, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. H. A. Koch, 
Pres.; R. C. Johnston, Secy. 

Jackson (Mich.) Transportation Club. C. H. Berry, Pres; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. T. M. True, Pres.; Geo, 
Stallings, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. H.R. Miller, Pres.; O. M. 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul 
lington, Secy. 

Kalamazoo Traffic Club. A. J. Wolcott, Pres.; M. R. Mus- 
selman, Secy. 

Kansas City Traffic Club. W. E. Alderson, Pres.; A. A. Lut- 
trell, Secy.-Treas. ‘ 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. E. G, 
Siedle, Pres.; A. H. Spinner, Secy. and Treas. 

Lansing (Mich.) Traffic Club. C. T. Sherman, Pres.; Melroy 
Lewis, Secy. 

Little Rock (Ark.) Traffic Club. J. P. Waggoner, Pres.; 
J. E. Eberle, Secy.-Treas. 

Los Angeles Transportation Club. 
Wilson, Secy.-Treas. 

Los Angeles, Calif. Harbor Traffic Club. H. W. Pate, 
Pres.; H. H. Dallas, secy.-treas. 

Los Angeles Women’s Traffic Club. Julia M. Turechek, 
Pres.; Evelyn Ripley, Secy. 

Louisville Transportation Club. W. H. Robinson, Pres.; 
C. A. Bell, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac 
turers’ Club. C. K. Smaltz, Chairman; A. D. Caddell, Secy. 

Memphis Traffic Club. C. N. Mabie, Pres.; H. C. Osborn, 
Secy. 

Memphis—Women’s Traffic Club. Lucille Geraghty, Pres.; 
Cornelia Jones, Secy.-Treas. 
2 Miami Traffic Club. E. W. Lins, Pres.; J. N. Hatcher, Secy.- 

reas. 

Milwaukee Traffic Club. F. J. Burkard, Pres.; E. A. Rueber, 
Secy. and Treas. 

Milwaukee Advancement Traffic Club. G. B. Thomson, Pres.; 
E. N. Stevenson, Secy.-Treas. 

Minneapolis Traffic Club. C. A. Canning, Pres.; J. C. Mc- 
Nulty, Secy. 

Minneapolis Junior Traffic Club. P. M. Fye, Pres.; G. C. 
Ruble, Secy. 

Montreal, Can., Traffic Club of. 
Elliott, Secy.-Treas. 

Muskegon Transportation Club. W. H. Long, Pres.; G. D. 
Elliott, Secy.-Treas. 

Newark Traffic Club. 
Secy. 

New England Traffic Club, Boston. N. W. Hawkes, Pres.; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Marks, Secy. 


M. S. Ochs, Pres.; C. J, 


T. J. Day, Pres.; L. G. 


R. E. Larmour, Pres.; A. E. 


C. E. Tinney, Pres. ; W. W. Pierce, 


R. E. O’Rourke, Pres.; E. C. 
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GUARDING 
The Right -of-way 


VER the rails of the Norfolk and Western 
Railway fast freight and passenger trains 

speed by day and by night. Track conditions 
are ideal; trained employees give their ut- 
most in vigilance; electric signals wink their 
colored lights and traffic speeds swiftly to- 
ward many destinations. But unheralded 
unsung and comparatively little-known 
watchers are also on duty -- electrified slide- 
detector fences, which are constructed in 
lengths of about 350 feet. You won't notice 
them along the right-of-way but, as effectively 
as if they had eyes, ears and voice, they notify 
the crews of approaching trains when and 
where track obstructions occur. 

On certain divisions of the Norfolk and 
Western, where there are tunnel portals or 
deep cuts, slides may occur during the rainy 
seasons and quantities of earth and rock may 
roll toward the tracks. If it does, it must first 
strike these slide-detector fences, breaking 
the circuit of the electric current which 


ROANOKE, ° 


operates the signal system. The broken cir- 
cuit places the signals in “STOP” position 
on both sides of the obstruction and en- 
gineers proceed slowly, prepared to stop 
short of the obstruction. 

The first slide-detector fence on the 
Norfolk and Western Railway was erected 
during 1926. With the installment of many 
additional fences, they have been further 
developed and improved. Today, more than 
12 miles of these watchmen are on duty 24 
hours a day. During the period of their use 
they have detected every slide that would 
have affected train operation and they are 
considered an important adjunct to safety 
and to operating efficiency. - 


Those concerned with fast, safe movement of 
freight are invited to communicate with representatives 
of the railway’s Freight Traffic Department, located _ 
in cities of importance throughout the nation. 





NORFOLK AND WESTERN RAILWAY 





- VIRGINIA 
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New York Traffic Club. L. N. Porter, Pres.; R. H. Goebel, 
Secy. 

New York Traffic Forum. S. Moss, Pres.; C. Metz, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York, N. Y.—Metropolitan Traffic Association of New 
York. J. J. Connell, Pres.; C. J. Baker, Secy. 

New York. Women’s Traffic Club of Greater New York. 
Mrs. S. O. Seamer, Pres.; Miss C. Henoch, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. F. H. Smith, Pres.; 
P. V. Fitchett, Secy. 

Oakland (Calif.) Traffic Club. H. H. Hinman, Pres.; F. W. 
Gleason, Secy. 

Oil City-Franklin (Pa.) Traffic Club. J. W. Fawcett, Pres.; 
Frank Baldwin, Secy. 

Oklahoma City Traffic Club. A. S. Johnson, Pres.; E. C. 
Wolfe, Secy. 

Omaha Traffic Club. J. J. Griffiths, Pres.; W. V. C. McCor- 
mack, Secy. and Treas. 

Peoria Transportation Club. S. M. Russell, Pres.; 
Wertman, Secy.-Treas. 

Philadelphia Traffic Club. R. S. Mawson, Pres.; W. H. Mont- 
gomery,. Secy. 

Philadelphia, Traffic and Transportation Club of. 
Bieler, Pres.; L. R. Sharp, Secy. (Junior organization.) 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
J. B. Zink, Pres.; T. Noel Butler, Secy. 

Phoenix (Ariz.) Traffic Club. W. L. Hamilton, Pres.; F. L. 
Goff, Secy. 

Pittsburgh Traffic Club. W.S. Guy, Pres.; A. H. Orr, Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
M. D. Perry, Pres.; H. B. Parmelee, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. D.S. Leach, Pres.; C. D. Tuer, Secy. 

Portland (Maine) Traffic Association. 
G. H. Thompson, Secy. and Treas. 

Portland (Ore.) Industrial Traffic Club. C. J. Roper, Pres.; 
R. B. Makelim, Secy. 

Portland (Ore.) Transportation Club. K. C. Conyers, Pres.; 
H. M. Johnston, Secy.-Treas. 

Providence, R. I1.—Traffic Club of the Providence Chamber 
of Commerce. W. B. Spencer, Chairman; E. C. Southwick, Secy. 

Racine Traffic Club. H. F. C. Brown, Pres.; C. P. Henn, 


R. A. 


J. F. 


G. A. Shaw, Pres.; 


Secy. 
Richmond (Va.) Traffic Club. J. W. King, Pres.; W. B. 
Lee, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. E. D. Davis, Chairmian; F. W. Burton, Secy. 

Sabine District Traffic Club (Beaumont, Orange, Port 
Neches, Port Arthur). J. D. Hughett, Pres.; Ted Schwachofer, 
Secy. 

Saginaw (Mich.) Traffic Club. L. M. Bushroe, Pres.; D. 
MacDonald, Secy.-Treas. 


St. Joseph, Mo., The Traffic Club of. 
F. W. Schmidt, Secy.-Treas. 

St. Louis Traffic Club. T. M. Mulderig, Pres.; S. E. Wil- 
son, Secy. 

St. Louis, Junior Traffic Club of. 
J. F. Kueper, Secy. 

St. Paul Transportation Club. Max Goodsill, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. G. C. Crank, Pres.; C. A. 
Willingham, Secy.-Treas. 

San Diego (Calif.) Transportation Club. Charles J. Gamble, 
Pres.; A. F. Chessman, Secy. 

San Francisco Transportation Club. R. C. Bray, Pres.; 
C. E. Donaldson, Secy. 

San Franccisco-Pacific Traffic Association. 
Pres.; D. N. Yeaman, Secy. 

San Francisco Women’s Traffic Club. 
Eleanor Huckestein, Secy. 

San Francisco Industrial Traffic Club. L. H. Wolters, Pres.; 
R. M. Guest, Secy.-Treas. 

Seattle, the Transportation Club of. 
Pres.; C. H. Carlander, Secy.-Treas. 

Seattle Industrial Traffic Managers’ Association. 
Long, Pres.; Edw. Kavet, Secy. 

Sheboygan Traffic Club. E. A. Moynihan, Pres.; 
Engeswick, Secy.-Treas. 

Sioux City Traffic Club. N. E. Capwell, Pres.; S. M. Brooks, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. W. W. Waterson, Pres.; 
F. E. Young, Secy.-Treas. 

Springfield, Ill., The Transportation Club of. H. J. Ramsey, 
Pres.; M. G. Clark, Secy. 

Springfield (Mass.) Traffic Club. W. EB. Sheehan, Pres.; 
G. T. Smith, Secy.-Treas. 


J. J. Goodrich, Pres.; 


G. A. Florida, Pres.; 


G. A. Culbert, 
Helen Wild, Pres.; 


Herbert Schroeder, 
Howard 


C. B. 
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Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stamford (Conn.) Traffic Club. J. M. Wright, Pres.; J. J. 
Sheehan, Secy. 

Syracuse Traffic Club. E. D. Mulvihill, Pres.; F. M. Varah, 
Secy. 

Tacoma Transportation Club. E. R. Cronkite, Pres.; E. J, 
Pole, Secy. 

Terre Haute Transportation Club. C. H. Witt, Pres.; I. L, 
Dunnington, Secy. 

Toledo Transportation Club. Dan Desmond, Pres.; W. J. 
Chisholm, Secy. 


E. L. Cardle, Pres.; F. J. 


Toronto, Can.—The Transportation Club of Toronto. C. La 
Ferle, Pres.; William G. Hamilton, Secy. 
Trenton (N. J.) Traffic Club. C. A. Hunt, Pres: G. E, 


Mace, Secy. 

Tri-City Traffic Club (Moline, Rock Island and Davenport), 
F. M. Goddard, Pres.; A. J. Christiansen (Moline), Secy.-Treas, 

Tri-State Traffic Club (Kansas-Missouri-Oklahoma). C. H, 
Bentley, Pres.; W. B. Schreier, Secy.-Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. L. Meyers, Pres.; 
M. R. Rhoades, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.: G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Paul). 
Ethel A. Nordstrom, Pres.; Ella M. Hughes, Secy. 

Utica (N. Y.). Traffic Club of Utica Chamber of Commerce, 
B. J. Scholl, Pres.; C. E. Darrigrand, Secy. and Treas. 

Waco Traffic Club. L. R. Hardin, Pres.; C. D. Hicks, Secy.- 
Treas. 

Washington Transportation Club. C. H. Bates, pres.;L. M. 
Curry, Secy. 

Wheeling (W. Va.) Traffic Club E. C. Zepson, Pres.; P. H. 
Michel, Secy. 

Wichita Traffic Club. S. E. Dillon, Pres.; 
Secy.-Treas. 

Wilmington, Del., The Traffic Club of. 
Pres.; J. R. Hanna, Secy. 

Winston-Salem Traffic Club. 
T. B. Jenkins, Jr., Secy. and Treas. 

Worcester (Mass.) Traffic Association. T. R. Higgins, 
Pres.; Ernest Opitz, Secy. 

Wyoming Valley (Pa.) Traffic Club. L. J. Writter, Pres.; 
J. U. Nichols, Secy. 

York (Pa.) Traffic 1Cub. C. W. Depfer, Pres.; B. N. Gin- 
gerich, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.: 
P. B. Wait, Secy.-Treas. 


H. T. Reeves, 
T. W. Hetherton, 
W. L. Thornton, Jr., Pres.; 





Doings of the Traffic Clubs 





Entertainment and gifts for a group of children suggested 
by the Salvation Army marked the “Christmas Party” of the 
Newark Traffic Club at the Elks’ Home the evening of Decem- 
ber 28. A. Harry Moore, governor-elect of New Jersey, and 
W. J. Egan, director of public safety, were among the guests 
expected. R. L. Nixon, chairman of the entertainment com- 
mittee, was master of ceremonies. The monthly meeting will 
be held January 4 at the Chamber of Commerce, with Clarence 
E. Tinney, president, presiding. Charles E. Miller, general 
attorney of the Central of New Jersey, will speak on “Our 
Railroads.” Details of the annual dinner, set for January 21, 
will be announced. 





The regular meeting of the Traffic Study Club of Akron, 
set for December 28, was canceled. Events in the New Year 
will begin with a bowling tournament at the club house of the 
Pittsburgh Plate Glass Company, Columbia Chemical Division, 
January 9. 





The Traffic Club of Wichita will observe “Installation 
Night” at the Allis Hotel January 7. It will be a “stag” affair, 
with speeches, singing, and a full program of entertainment, 
according to the announcement. 





The Transportation Club of Toronto has elected the fol- 
lowing officers: President, C. LaFerle, traffic manager, Robert 
Simson Company, Ltd.; vice-president, T. E. McDonnell, presi- 
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; Be Increased in Blanket Fashion— 
‘Like Freight Rates ????????% 


E. 


se. 


RAFFIC MEN have witnessed many important 
developments and changes in transportation meth- 
ods and practices, but none more important or far- 
reaching in their effect on industry, and on the 
traffic man, himself, than what is now taking place. 

What is the future of the transportation industry, and 
how do these new and startling developments affect you, 
as a traffic man, whose very existence, as such, is de- 
pendent upon transportation? Surely, here is a question 
that no traffic man—that you—can afford to ignore! 

On every hand there is a demand for change in the 
existing order of transportation. Rail carriers fighting 
for their very lives have received, recently, authority 
from the Interstate Commerce Commission to increase 
rates in the so-called Fifteen Per Cent Case. In addi- 
tion, new rates went into effect on December 3, 1931, in 
various sections. But even some of these rates, arrived 
at only after long investigation and many public hear- 
ings, are under suspension until further investigation can 
be made. The situation is far from being stabilized. 

In the face of retrenchment in many traffic depart- 
ments, have you the necessary staff of well trained traffic 
employes—or are you well trained enough yourself—so 
that you can absorb, along with your other multitudinous 
duties, the work which these new developments, these 
more or less unsettled and unsatisfactory conditions 
bring about? 

Complaint is heard from many sources about the new 
tendency in rate making—the use of a mileage basis 
which, according to the St. Louis Shippers’ Conference 
Association, “has resulted and is now resulting in injury 
to invested capital to such an extent as to shatter the faith 
of industry in the stability of the freight rate structure.” 
Claim is made that this new tendency localizes industry, 
upsets long standing competitive conditions, and reduces 
the long hauls of the rail carriers, thus making them 
more vulnerable to the motor truck lines. 

Does this new tendency affect your industry and if so, 
what are you planning to do to offset it? Have you the 
necessary experience and training to combat the new 
conditions and to take advantage of the opportunities 
which will follow in their wake? 

Conflicting forces are at work in the field of transpor- 
tation regulation. There is the exponent of strict reg- 
ulation of the rail carrier, but who is opposed to the 
regulation of the motor truck; there are those who favor 
anything so long as it does not change the conditions 
under which they operate; and there are those who 
stand for an equality of opportunity among the various 
agencies of transportation. 

What is your position in this matter? Are you com- 
petent to advise your employer on this important prob- 
lem in such a way that it will ultimately work out to 


Dept. 195-T 


his and to your advantage, or does opportunism and ex- 
pedience dictate the action to be taken—your decision 
here may mean your success or failure as a traffic man? 
Is your knowledge of transportation law and regulation, 
its history, growth, and its economic effect upon industry 
equal to the task, or must you give way to those who 
are better trained? 

To the foregoing important developments in our 
scheme of doing business are now added low volume of 
production which frequently means higher unit costs, 
restricted consumption, lower prices, smaller profits, if 
any, and a very narrow margin of “give and take”—that 
area within which it has been heretofore, often, possible 
for traffic and transportation men to adjust their differ- 
ences amicably “across the table.” All these things mean 
that the traffic man must be better trained, more alert, 
and more resourceful if he is to continue in his work, 
because his employer looks to him to overcome many of 
the obstacles to successful merchandising which the fac- 
tors listed above, and others, present. 

Are you ready for this test, this searching of the ca- 
pacities of the traffic man, which is now going on? Is 
not that traffic man unwise, indeed, who expects to con- 
tinue to operate in the manner found effective in the 
past? Established practices, sound enough in their day, 
no longer accomplish their purpose; methods of pro- 
cedure have changed. And because of the introduction 
of new competitive influences—for instance, more men 
than jobs—it is no longer sufficient to rely upon experi- 
ence alone. To it must be added training—training along 
definite, practical, organized lines—training which is re- 
sultful—training which enables traffic men to handle their 
work more satisfactorily during these days of changing 
conditions—training which keeps the traffic man on the 
pay roll. 

To traffic men, blanket increases in freight rates are 
no new phenomenon, and a blanket decrease is not un- 
known. Neither are blanket salary reductions a new 
phenomenon. BUT BLANKET SALARY INCREASES 
RARELY HAPPEN. Salary increases do not come in 
this way. Even with the return of prosperity traffic sal- 
aries will remain as they are except where occasional 
traffic men—more alert and better trained than the rest— 
force attention by developing new ideas, cutting costs, 
opening up new markets, improving efficiency, or other- 
wise increasing the profits of their employers. Your em- 
ployer expects more value for every dollar he spends, 
just as you do, and you must be prepared to give it. 
LaSalle traffic training will prepare you to give these 
added values and thus secure for yourself the larger re- 
wards—in dollars and cents—to which you are entitled. 

Should you not ask about it—get the facts—find out 
what it can do for you? 


Write for the free book—‘‘ The World of Transportation Could Not Operate 
Profitably Without Traffic Management’’—there is no obligation. 


LASALLE EXTENSION UNIVERSITY 


Chicago, Illinois 
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dent and general manager, Canadian Pacific Express Company; 
vice-president, W. H. Dickie, traffic manager, Imperial Oil, 
Ltd.; secretary, William G. Hamilton, freight claim investigator, 
Canadian Pacific; treasurer, W. E. Hendershot, chief clerk, 
traffic department, Canadian National. 


R. E. O’Rourke, newly elected vice-president of the New 
Orleans Traffic Club, is a life-long 
resident of New Orleans. He was con- 
nected with the Illinois Central Rail- 
road for eleven years, leaving railroad 
service in 1910 to enter the forwarding 
business on his own account. During 
the war he was in the government 
service and shortly after the armistice 
was signed he formed the American 
Overseas Forwarding Company, with 
offices in Cincinnati, Louisville, Chi- 
cago, Mobile, Helena, Washington, 
Memphis, and New Orleans. At pres- 
ent he is the general manager of that 
concern. Mr. O’Rourke is widely known 
throughout the south and considered 
an authority on rail and steamship 
transportation. The New Orleans Traf- 
fic Club has four hundred and sixty- 
three members. Mr. O’Rourke will take 
office at the annual banquet to be held on January 16. 


Weekly luncheons of the Traffic Club of St. Louis have been 
suspended until January 11. 


The Greater Binghampton (N. Y.) Traffic Club will give its 
annual banquet at the Y. M. C. A. January 23. There will be a 
program of entertainment and officers will be elected. 


Christmas “festivities” provided the entertainment at a 
meeting of the Women’s Traffic Club of Los Angeles at the 
Alexandria Hotel December 23. Decorations and Christmas 
songs were supplemented by gifts and a rhymed review of 
“Traffic Club Highlights” presented by Grace Dewey, of Certi- 
fied Grocers of California. Helen Hughes, of the Santa Fe, 
prophesied the contents of Santa’s sack for those present. 





Charles H. Bates, who was elected president of the Wash- 
ington (D. C.) Transportation Club December 17, has been in 
the employ of the Southern Pacific 
since January 1, 1887, and is now 
attorney for that company and the 
Union Pacific, at Washington. He 
claims the distinction of being the only 
person now in the joint service of those 
two companies. He was born in the 
city where he now lives December 21, 
1868, and was educated at Washington 
High School and Columbian University 
(now George Washington University). 
He is a member of the American Bar 
Association, Bar Association of the 
District of Columbia, Washington 
Board of Trade, University Club, 
Columbia Historical Society, Union 
Pacific Old Timers’ Club, and other 
organizations. During the war he was 
a member ofthe Legal Advisory Board 
for the District of Columbia, under the 
selective service act. Though in transportation work for forty- 
five years, “Providence has been gracious enough to make me 
feel like a young man still,” he says. In ‘“Who’s Who in the 
Nation’s Capital,” his hobby is listed as “Class of 1886, Wash- 
ington High School,” of which he was the first president. 





Digest of New Complaints 





No. 24767. Sub. No. 1. Traffic Bureau, Chamber of Commerce, of 
Mitchell, S. D., et al. vs. C. M. St. P. & P. et al. 
Rates in violation sections 1 and 3, dressed hogs, Mitchell, S. 
D., to Austin, Minn. Competitors at Huron and Watertown, S. D., 
and other points Po. Ask rates and reparation. 
No. 24867. Sub. No. 8. Harrisburg (Pa.) Banana Fruit Co. et al. vs. 
Pennsylvania. 
Unreasonable rates and charges, strawberries, points in Md., 
Del. > Va. to Harrisburg, Pa. Ask cease and desist order and 
reparation. 
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24901. National Association of Cotton Manufacturers, Boston, 
Mass., vs. B. & M. et al. 

Rates and ratings, in violation sections 1 and 3, cotton and knit. 
ting factory products, wooden mill products, and all related articles, 
via all-rail, lake-rail, rail-lake-rail, ocean-rail, and rail-oceapn. 
rail within official, southern, southwestern, and western trunk line 
territories and between said territories. Competitors in southern 
and southwestern territories preferred. Asks consolidation of this 
complaint with I. & S. 3636, and rates, charges, classifications 
and regulations. 

24903. Quality Gas & Oil Co. et al. (address not given) vs. N. P. 

Rates and charges in violation sections 1 and 4, gasoline and 
gas oil, points in Oklahoma and Texas to Royalton, Minn. Ask 
reparation. 


24904. Southern Union Gas Co. of Texas, Dallas, Tex., vs. A. T, 
& S. F. et al. 


Unreasonable rates, steel pipe, 
N. M. Asks rates and reparation. 


24905. Arkansas Western Gas Co., Dallas, Tex., vs. A. & S. et al, 
Unreasonable rates, wrought steel pipe, Lorain, O., and Mc- 

Keesport, Pa., to points in Arkansas. Asks rates and reparation. 

24906. Pine Grove Tanning Co., Pine Grove, Pa., vs. B. & O. et al, 
Unreasonable rates, liquid chestnut tanning extract, Lynchburg, 

Va., to Pine Grove, Pa. Asks rates and reparation. 

24907. Board of Railroad Commissioners of State of South Da- 

kota, Pierre, S. D., vs. A. T. & S. F. et al. 

Unreasonable rates, gasoline and other petroleum products, points 
in Okla., Kan., Mo., Ark., Tex., and La., to points in S. D. Asks 
rates. 

24908. Illinois Coal Traffic Bureau, Chicago, IIl., vs. 
Central et al. : 

Rates in violation sections 1 and 3, bituminous coal, Illinois 
mines to points in Ark. and Mo., as compared with rates from 
West Kentucky and Alabama coal fields. Asks rates. 

24909. Grovier-Starr Produce Co., Hutchinson, Kan., vs. A. T. 
& S. F. et al. 

Rates and charges in violation sections 1 and 4, peaches, points 

in A¥k., to points in Tex. Asks rates and reparation. 


Pyote, Tex., to Farmington, 


Alabama 


. 24910. H. G. Miles & Co. et al., New York, N. Y., vs. Pennsylvania. 


Unreasonable rates, fresh strawberries, points in Del., Md. and 
Va., to Jersey City, N. Ask reparation. 
"a _ Builders’ Association of Kansas City, Mo., Inc., vs. 
Rate in violation first three sections, crushed stone and marble, 
Tate, Ga., to New Orleans, La., as compared with rate via another 
route. Asks reparation. 


24912. Eastern Shore of Virginia Produce Exchange, Inc., Onley, 
Va., vs. Pennsylvania et al. 

Unreasonable rates and charges, strawberries, 
Md., and Del., to points in Md., Pa., N. J., 
Mass., and other states. Asks reparation. 
Board of Railroad Commissioner of State of South Dakota, 
Pierre, S. D., vs. B. & O. et al. 

Alleges defendants have in many instances failed to establish 
reasonable rates and through routes and just and reasonable rates 
and charges applicable thereto, between points in Pa., O., W. Va., 
Va., points on the C. & O. in Ky., and lower Michigan, over lake- 
and rail and rail-lake-and-rail routes and points in S. D. Present 
rates in violation sections 1, 3 and 4. Shippers in N. D. and Minn. 
preferred. Asks rates and charges. 


points in Va., 
mM £, Conn., R. i, 


. 24914. Puget Sound Pulp & Timber Co. et al., Everett, Wash., 


vs. B. & O. et al. 

Rates in violation sections 1 and 3, woodpulp, originating in 
state of Wash., from Atlantic and Gulf ports to points in Mich., 
O., Ind. and Ill. Rates on imported woodpulp prefer foreign wood- 
pulp and producers and importers thereof. Ask rates and repara- 
tion. 


24915. Western Cattle Marketing Association et al., San Fran- 
cisco, Calif., vs. C. M. St. P. & P. et al. 

Unreasonable rates, hogs, double deck cars, points in N. D., to 
San Francisco, Calif. Ask rates and reparation. 


24916. Koss Construction Co., Des Moines, Ia., vs. C. B. & Q. 
Rates and charges in violation first three sections, sand, Des 

Moines, Ia., to Andover and Blythedale, Mo. Asks cease and 

desist order and reparation. 

24917. Caterpillar Tractor Co., San Leandro, Calif., vs. S. P. et al. 
Charges in violation sections 1 and 6, harvesters, New England, 

Reader and Bowman, N. D., to Stockton, Calif. Asks reparation. 


. 24918. Harvotis Corporation, Port Monmouth, N. J., vs. C. of 


N. J. et al. 
Unreasonable rate and charges, fish oil, Southport, N. C., to 
Bayway, N. J. Asks cease and desist order and reparation. 


. 24919. The Colorado Milling & Elevator Co., Denver, Colo., vs. 


S. P. et al. 

Charges in violation sections 1, 3 and 6, dried beans, Idaho 
points to Navy Yard, Mare Island, Calif. Asks cease and desist 
order, rates, reparation and waiver of outstanding undercharges, 


if any. 
. 24920. The Malta Manufacturing Co., Malta, O., vs. B. & O 


Charges in violation sections 1 and 3, lumber. Seeks transit 
arrangements at Malta, O., similar to those accorded to complain- 
ant’s competitors at Cincinnati, Dayton, Athens, Columbus, Toledo, 
O., and other points. 

The Ohio Brass Co. et al., Mansfield, O., vs. B. & O. et al. 

Unreasonable charges, iron insulator parts and fittings, Mans- 
field, O., to Niagara Falls, Ont., Can. Ask reparation. 


. 24922. Bausch & Lomb Optical Co., Rochester, N. Y., vs. N. Y. 


C. et al. 

Unreasonable rate and charges, range finders, Rochester, N. Y., 
to — Sound (Supply Officer, Navy Yard), Wash. Asks rep- 
aration. 

24923. H. J. Perkins Co., Springfield, Mass., et al. vs. Pennsyl- 
vania et al. 

Unreasonable rates and charges, strawberries, points in Del., 
Md. and Va. to points in Mass., R. I., Conn., N. Y., N. J. and Pa. 
Ask rates and reparation. 

24924. Carpenter-Hiatt Sales Co. et al., Chicago, Ill., vs. A. T. 
& S. F. et al. 

Allege provisions of defendants’ tariffs penalize shipments of 
citrus and deciduous fruits in basket containers and fail to ac- 
cord said commodities when shipped in baskets the same trans- 
portation charge as is applied on the same articles when shipped 
in boxes or crates, in violation of sections 1 and 3, shippers who 
use boxes or crates being preferred, between points in Calif., Nev., 
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F You Are 


Looking for Action— 
Come to PITTSBURGH 


PITTSBURGH—the busy workshop of the world... 
the mecca of transportation . . . the fountain head of 
iron and steel, coal and other necessary basic materials Pe 
. . . the metropolis of wealth and stable buying power & et Be ae 
... the city of a thousand past successes in industry and y oe 4 “as 
a thousand futures . . . the focal point of great railways = / 

and great waterways . .. the center of industrial ( 
science, education and research ...the ideal location for \_. 7 
YOUR plant or YOUR warehouse. Write us for the facts. XN oy 
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Ore. and Wash., and points in states to the east thereof. Ask 
rates and weights. 
No. 24925. Texas Produce Co. et al., Dallas, Tex., vs. A. G. S. et al. 
Rates and charges in violation sections 1 and 4, vegetables, 
points in Fla. to Dallas, Tex. Ask reparation. 
No. 24926. The Atchison (Kan.) Chamber of Commerce et al. vs. 
Alton et al. ‘ 
Rates in violation sections 1 and 3, grain and its products, 
points in Neb. south of the main line of the Union Pacific ex- 
tending from Omaha through Julesburg, Colo., to points in C. 
F. A. territory. Dealers at Omaha, Neb., preferred. Also assail 
rates to Omaha, Neb., Atchison, Kan., Kansas City, Mo.-Kan., 
Leavenworth, Kan., and St. Joseph, Mo., from points in Neb., 
oP a violation of sections 1 and 3. Ask cease and desist order 
and rates. 


JOINT ISSUING TARIFF AGENTS 


is a list of tariff publishing agents, compiled from the 
nterstate Commerce Commission. It will be published 





Followin, 
files of the 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the 4 

The agents have been classified accordin 
lications or the association they represent. 
these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in whieh 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, D. T. Lawrence, New York, 
N. Y 


to the types of pub- 
he names of some of 


Southern Classification Committee, E. H. Dulaney, Atlanta 
Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Ill 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Consolidated Southern Freight 
Tariff Bureau, F. L. Speiden, agent, Atlanta, Ga.; New Orleans 
Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, La. 

Canadian Freight Association, G. C. Ransom, Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones. 
Chicago, III. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 


— Pacific Coast Freight Bureau, 8. J. Henry, Seattle, 


Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco. 
Calif. 

Southwestern Freight Bureau, J. EB. Johanson, St. Louis, Mo. 

Transcontinental Freight Bureau, H. G. Toll, Chicago, III. 

Trunk Line Tariff Bureau, W. S. Curlett, New York, N. Y. 

Western Trunk Line Committee, EB. B. Boyd, Chicago, I! 


MINOR FREIGHT ASSOCIATIONS: 


Atlantic Seaboard Freight Bureau (Coastwise Steamshi) 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A. Johnson. 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo 

Illinois Freight Association, C. W. Galligan, Chicago, Il. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B). 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau. J. A. Reeves, Salt Lake City, Utah 

Virginia Lines (Virginia ports and cities), C. E. Lowry. 
Richmond Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi 
cago, Ill. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, III. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. 


Continental Line, Central State Dispatch (B. & O. R. R.). 
A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O 

Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C.-L. L.), 
(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 

Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 
W. 8. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 
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Ontario Central Despatch (M. C. R. R.), J. B. Stewart, Ne 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, 

Star Union Line (Basing & Billing Book), R. H. Smith 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Dive. 
sion Rules; also Weighing and Reweighing of Carload Freigh; 
Rules for Certain Short Line Railroads), B. H. Henshall, Was, 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Qu 

Central Electric Traffic Association, L. E. Earlywine, Ind. 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colun. 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York 

z. 


National Perishable Freight Committee, R. C. Dearborn, 
Chicago, III. 

Official 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo, 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, Ml. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

New York Harbor (inland marine and trans-marine corpo 
cations), L. Agnew Myers, Washington, D. C. 


rreight Tariff Directory, G. B. Guthrie, Wash 


ae 


sNAUUEDORDOEEDENEONEDEROOEDERDNCDOEROONONODENOOLOOENODESOEEONEDENCHUEONSANESOEEDONOHEEHOeoNUCHOEOOEenONOOOeensoUoesooeciaconeonscncuecuccucencecsvegecnsensuensecnencerencvnecnienseenienscconicrecerec cents 


THE HANDY WAY 
TO BIND YOUR COPIES | 


Binder No. 1 | 


(holds 8 issues) 


$2.50 
Binder No. 2 


(holds 14 issues) 


$3.00 


Four 


No. 2 Binders 
(hold a full year’s 
issues with indexes) 


$9.00 
SENT FOR FREE EXAMINATION—POSTPAID 


No cutting or punching—just a flexible wire to insert 
down the center of each issue. Any issue instantly 
removable. Made with strong binder’s board and 
attractively finished with durable DuPont Fabrikoid 
and gold stamping. Send for your copy to: i 


THE TRAFFIC WORLD, 418 S. Market St., Chicago | 


aunt 
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You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber 
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Personal Notes 





Appointment of C. L. Townsend as general passenger agent, 
at Seattle, and F. J. Berry as assistant general freight and 
passenger agent, at Portland, has been announced by R. W. 
Clark, general traffic manager. The appointments were effec- 
tive January 1 as a result of the retirement under pension 
rules of A. D. Charlton, general passenger agent, and F. H. 
Fogarty, assistant general freight agent, both of Portland. Mr. 
Charlton had been employed by the company since February 15, 
1884. Mr. Fogarty had had 39 years of continuous service, 
entering the employ of the railway in 1893. Harry G. Smith, 
chief clerk in Mr. Charlton’s office, was appointed general agent 
in the passenger department at Portland. W. B. Elliott, city 
passenger agent at Butte, was appointed general agent there, 
succeeding C. E. McMillen, who died. E. L. Murphy, city freight 
agent at Billings, Mont., becomes city freight and passenger 
agent at Butte, succeeding Mr. Elliott. 

Temple Tutwiler, of Birmingham, has been appointed a 
member of the Alabama State Docks Commission, succeeding 
General William L. Sibert. The latter was succeeded as general 
manager of the commission by M. M. Caskie, in October. R. A. 
Christian, of Mobile, has been elected chairman, while the other 
member is F. G. Blair, of Tuscaloosa. 

George A. Semmlow has been appointed advertising agent, 
passenger traffic department, C. M. St. P. & P., with headquar- 
ters at Chicago, succeeding A. L. Eidemiller, who died. 

W. N. Garvin has been appointed superintendent of the 
St. Louis Terminal Division of the Wabash. 

George M. Schifferdecker has been appointed division traffic 
agent, Western Electric Company, at New York, succeeding 
Cc. P. Crotty, who has resigned to accept a position with the 
Nassau Smelting and Refining Company. 

Thomas John Fretz, traffic manager, Lehigh & New Eng- 
land Railroad, at Bethlehem, Pa., died of a heart attack at his 
home in Allentown December 28. He had beer in the employ 
of the Lehigh & New England since March, 1882, and was 
sixty-six years old. 

K. P. Chinn has been appointed assistant general store- 
keeper, Southern Pacific, with headquarters at Houston, Tex., 
succeeding W. E. Rawson, assigned to other duties. 

S. H. Bullett has been appointed chairman of the Express 
Traffic Association of Canada, with headquarters at Montreal, 
succeeding C, N. Ham. 

After more than forty-nine years of continuous service, W. 
H. Burr, traffic manager, Canadian Pacific Express Company, 
Toronto, Canada, has retired on pension. He is succeeded by 
C. N. Ham. 

Charles E. Hall, general agent, D. L. & W., at Seattle, has 
been appointed to the newly created position of assistant west- 
ern traffic manager, with jurisdiction over all western offices. 
Lee H. Savage, general agent, at Portland, Ore., succeeds Mr. 
Hall at Seattle. 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on. the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


January 4—Washington, D. C.—Examiner Wilbur: 
24755—Henry C. Stuart vs. N. & W. Ry. et al. 
24823—M. J. Grove Lime Co. vs. B. & O. R. R. et al. 


January 4—Washington, D. C.—Examiner Peck: 
23430 = 2 Sub. vr Pennsylvania Coal Producers Assn. et al. 


al. 
21077 —New | een Paper & Pulp Traffic Assn. et al. vs. B. & M. 


4— State of New Hampshire vs. B. & O. R. R. 


a ene of Commerce of Chambersburg ve. a “& O. R. R. 


Portions Fourth Section Application 1570 et al. (adjourned hearing). 
January 4—Washington, D. C.—Examiner ‘enue 

Finance No. Excess income of L. O. & G. R. R. 

Finance No. 3621—Excess income of A. C. E: m 


Jomupey 6—Washington, D. C.—Commissioner Porter and Examiner 


12964—Consolidation of railroads (in the matter of consolidation of 


railway properties of the U. S. into a limited number of 
(further hearing). er of systems) 
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January 6- ot at Washington, D. C.: 

22907—Illinois S Sand Traffic Bureau vs. A. C. & Y. Ry. et al 

(Industrial Sand Cases, 1930), and cases grouped therewith. 
January 7—Birmingham, Ala.—Commissioner Tate and Examiner Hij: 
* 24717—Southern Cement Co. vs. A. G. S. R. R., et al. 

January 7—Washington, D. C.—Examiner Williams: 

15620—Carter Oil Co. vs. A. T. & S. F. Ry, et al. 

19829—Carter Oil Co. vs. A. T. & S. F. Ry. et al. 

19891—Carter Oil Co. vs. A. T. & S. F. Ry. et al. 

(Further hearing, for sole purpose of determining amount o 
reparation due parties under findings in these cases.) 
January ge om Ga.—Examiner Wilson: 

22925 (Sub. 1)—Wagoner Lumber Co. vs. S. A. L. Ry. et al. (furthe 
hearing, for sole purpose of determining amount of reparation dy 
complainant under findings in this case). 

January 7—York, Pa.—Examiner Glenn: 
24736—York Valley Lime & Stone Co., Inc., vs. Pa. R. R. 


January 7—Madison, Wis.—Examiner ate 4 
24751—L. L. Olds Seed Co. vs. B. F. & I 


soguery r—Baltimore, Md.—Examiner fhe 
15445—McCormick Warehouse Co. vs. Pa. R. R. et al. (further hear. 
ing, to determine whether said order of Nov. 22, 1928, should be 
modified with respect to allowances to Terminal Warehouse Co, 
of Baltimore for loading or unloading of water-borne freight 
at Baltimore). 
January 8—Atlanta, Ga.—Examiner Wilson: 
20578—Globe Superior Corp. vs. Southern R 
Portions of Fourth Section Application 1548, filed by Southern Ry, 


January | ed a ay D. C.—Examiner es: 
23980 (Sub. 


my. et al. 


2)—D. L. & W. Coal Co. vs. C. R. of N. J. et al. 
January 8—Harrisburg, Pa.—Examiner Glenn: 
24730—C. K. Williams & Co. vs. B. & O. R. R. et al. 


January 8—Washington, D. C.—Examiner Davis: 

Finance No. 9076—Joint application of Bell Telephone Co. of Penn. 
sylvania and East Branch Telephone Co. for a certificate that the 
acquisition by former company of properties of latter company 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 

Finance No. 9059—Joint application of Ballwin Mutual Telephone (Co, 
and Southwestern Bell Telephone Co. for a certificate that the 
acquisition by the latter company of the properties of the former 
company will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

Finance No. 9060—Joint application of Creve Coeur Mutual Telephone 
Co. and Southwestern Bell Telephone Co. for a certificate that the 
acquisition by the latter company of the properties of the former 
company will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 


January 9—Birmingham, Ala.—Commissioner Tate and Examiner Hill: 

* 1, & S. 3673—Old bags from, to and between southern points 

January 9—Athens, Ga.—Examiner Wilson: 
24731—Hanna Manufacturing Co. vs. A. C. 


January 9—Waupaca, Wis.—Examiner Crowiey 
24470—I. T. and C. A. Welch vs. M. St. 
January 11—Boston, Mass.—Examiner ieanieies 
24619-_Hamilton Emery & Corundum Co. vs. B. & A. R. R. (N. Y.C. 
. R. lessee 
* 24839—Hamilton Emery & Corundum Co. vs. N. Y. C. R. R. et al. 


January 11—Greensboro, N. C.—Examiner Wilson: 
24439—Marietta Paint & Color Co. vs. B. & O. R. R. et al. 


January 11—Toledo, O.—Examiner Glenn: 
24362—Toledo Pressed Steel Co. vs. A. A. R. R. et al. 


January 11—Marinette, Wis.—Examiner Crowley: 
24723—Marinette & Menominee Box Co. vs. C. & N. W. Ry. et al. 


January 11—Chicago, Ill.—Examiners Koebel and Paulson: 

1. & S. 3662—Lake-and-rail class and commodity rates. (Upon re- 
ceiving there the evidence of respondents, and of protestants who 
wish to present their evidence at Chicago, the hearing will be 
adjourned to Duluth, Minn., for resumption on second day after 
adjournment at Chicago. No further hearings contemplated inas- 
much as it is the purpose to expedite this proceeding.) 

24913—-Board of Railroad Commissioners of State of S. D. vs. B. & 
O. R. R. et al. (In connection with I. & S. 3662. This hearing is 
to be followed promptly upon adjournment there by a hearing at 
Duluth, Minn.) 


aw ¥ 9 11—Washington, D. C.—Examiner Mattingly: 
3547—Terra Cotta from, to, and between points in southern 
territory and between points in southern territory and points in 
ry. 


. R. R. ef al. 


& S. S. M. Ry. et al. 


official territo: 


January 11—Washington, D. C.—Examiner Williams: 
ee Southern Co. vs. A. G. S. R. R. et al. (adjourned 
earing 


January se altemnan, Md.—Examiner Wilbur: 
24320—Baltimore Coal Exchange et al. vs. B. & O. R. R. et al. 
24653—John P. Agnew & Co., Inc., et al. vs. B. & O. R. R. et al. 


January 11—Batesburg, S. C.—Examiner Sullivan: 

Finance No. 8982—Application of Sievern & Knoxville R. R. South- 
ern Ry.-Carolina Div., and Southern Ry. for a certificate of public 
convenience and necessity permitting abandonment of a line of 
railroad between Batesburg and Perry, S. C 


January 1i1—New Orleans, La.—Commissioner Tate and Examiner Hill: 
* 23801—Red Ball Vegetable Co. vs. I. C. R. R. et al. 


January 12—New Orleans, La.—Commissioner Tate and Examiner Hill: 
* 19305—Southern Cotton Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


Januar at A 12—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 14495 of E. B. Boyd, agent. 
January 12—Kansas City, Mo. > x--4 Stiles: 
15682—Missouri-Kansas-Texas vs. Kansas City Terminal Ry. 
(further hearing, solely on question of just and reasonable terms 
and compensation for use of terminals required by order hereto- 
fore entered in said proceeding on May 13, 1929). 
“eas eee D. C.—Examiner Mattingly: 
pert 11 (stone)—Southwestern rates. 
‘3. oan and ist and ard sups)—Stone, granite or marble to, 
m, and between points in southern territory, 
22969—Stone Mountain Granite Corp. et al. vs. "eather Ry. et al 





Januar 
——— 
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WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


Storage in Transit 


ERE, available to you wher- 

everyou may be, are facilities 

for storing your product ‘in 
transit. Hold your commodity 
in our care awaiting favorable 
market conditions — north or 
south, east or west. We will 
re-consign immediately in ac- 
cordance with your instructions. 
Facilities for quick, safe han- 
dling. A\lll types of storage. 
Fireproof. Write for particulars. 


MEAD 
JOHNSON 


TERMINAL CORP. 
J.D, BEELER, V. Pres. 
1830 W. Ohio St. 
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(73) > Steamship Service <r 
General Offices: One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 


Shipments to El Salvador handled expeditiously via Puerto 


Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Fourth S8t., Pier 3, Nerth River, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
Leng Wharf, 111 W. Washington 8t., 
Beston, Mass. Chicago, Ill. 


+ 












WANLGOUNOLUNAELAEDEGUOEEUONONIIGEOOSANOLANSECOOEDOOOCLUOGEERONEGUOOGOUOEES LLANE UUGEEOOOCLEOUEEELUESOOUUEEUOOEEEOCOEGAEEEOOCEGUUEUEOOULECOCECENECCOUOEEOOOELOOEEEOUOCLOUSCUACCOETOEEEDOCEELOCAEOLEEEEEONOEELOMEREE 


AELUENTETEEEALCUTA SU ARUNLONO ATONE SEDATE ELLE U EU OCA ATOR AROEUAAUAUEASELAEAALONATAELUEDODUTOOED ODORS AROAEOEOAEORTEVUEOAEOADONEAEUSOAEOAUODOCAULANOUEN OO GEOONLEGUEONONGENOG ASU CNEL AEoags er ona ensoONeNRNNsoe 


The Traffic World 


SVANUNUEOUADUNONODONDONOOOUOULONEADOOELOUUEEDEOALOEOEEONEDOLOEOOOORUAOOAUNOASUADORODAEOATOEAUMUECODOONULOOOODUOROODEOOEDORDELUEOOOONDOEOOOOROGOOAEOOOEONOGELOELEOOEOEUEOUEDOROOEOODOEDOEONCHEOVEGNOONOUOEOEV NEDO UEONEONOOEDOEOUEDOONEOHEUEUAEANOOEOAnOonOaEONEOARONDNOOEONeNOnOENOONEONEOOOON 






Vol. XLIX, No, | 





23610—Vermont Marble Co. vs. B. & A. R. R. et al. 
23683—H. E. Fletcher Co. et al. vs. B. & M. R. R. et al. 
23673—Vermont Marble Co. of Texas et al. vs. A. G. S. R. R. ety 
24037—National Granite Commission vs. A. & R. R. R. et al. 
24349—Indiana State Chamber of Commerce vs. A. & W. Ry. et q 
1. & S. 3584—Stone in Arkansas and Oklahoma. 
24304—Hildreth Granite Co. vs. B. & M. R. R. et al. 
24096—Acme Cut Stone Co. et al. vs. B. & O. R. B. et al. 
24600—Cast Stone Institute vs. A. & W. Ry., et al. 
24581—Mason City (Ia.) Chamber of Commerce for Mason City Cy 
Stone Co. vs. A. & W. Ry. et al. 
24429—Rockwood Alabama Stone Co. vs. G. & S. I. R. R. et al. 
24891—-Victor Oolitic Stone Co. vs. C. I. & L. Ry. et al. 
24892—Alberene Stone Co. vs. A. & R. R. R. et al. 


January 13—Chicago, Ill—Examiner Crowley: 
22114—Whitacre-Greer Fireproofing Co. vs. A. C. L. R._ R. et a 
22472—-National Fire Proofing Co. vs. A. C. L. R. R. et al. (furthe 

hearing). 

January 13—Detroit, Mich.—Examiner Glenn: 
24838—Arctic Dairy Products Co. vs. P. M. Ry. et al. 

January 13—Argument at Washington, D. C.: 

1. & S. 3628 (second supplemental order)—Apples and pears from 
Oregon and Washington to Portland, Tacoma and Seattle for ey. 


port. 
23167—Public Utilities Commission of State of Idaho vs. O. S.L 
R. R. et al. 


January 13—Lynchburg, Va.—Examiner Wilson: 
a oo Bureau-Lynchburg Chamber of Commerce vs. S. A. L 
y. et al. 


January 13—New York, N. Y.—Examiner Maidens: 
24848—International Pulp Co. vs. N. Y. C. R. R. et al. 


January 14—Kalamazoo, Mich.—Examiner Glenn: 
24819—Vera Chemical Co. of Canada, Ltd., vs. A. C. L. R. R. et al, 


January 14—Argument at Washington, D. C.: 
Finance No. 8461—Application Hobart Southern R. R. 
Finance No. 8462—Stock Issue by Hobart Southern R. R. 
Finance No. 8762—Application Winter Garden Belt Ry. 


January 14—Kingstree, S. C.—Examiner Sullivan: 

Finance No. 8957—Application of S. A. L. Ry. and L. R. Powell, Jr, 
and E. W. Smith, receivers, for a certificate of public convenience 
and necessity permitting abandonment of a line of railroad ex- 
porn eo a point 3,500 feet west of depot at Andrews to 

nes, S. C. 


January 14—New York, N. Y.—Examiner Maidens: 
24770 (and Sub. 1)—N. Y. Architectural Terra Cotta Co., Richard F. 
oy — Joseph G. Wolber, receivers in equity, vs. B. & A 
» ee OC ML. 


January 14—Argument at Washington, D. C.: 
ee Utilities Commission of State of Idaho vs. O. S. L 
. R. et al. 
23760 (and Sub. 1)—C.-B. Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
23831—Burley Home Oil Co. et al. vs. C. M. St. P. & P. R. R. et al. 
23543—Idaho Freight Rate Assn. vs. O. S. L. R. R. et al. 


January 14—New Orleans, La.—Commissioner Tate and Examiner Hill: 
* |. & S. 3680—Iron or steel pipe in southwest. 


January 15—Washington, D. C.—Director Sweet: 

* Finance No. 8896—Application G. & W. T. Ry. for authority to con- 
struct a line of railroad in Kendall and Gillespie counties, Tex. 
(further hearing, for purpose of developing evidence respecting 
commercial value of properties of Fredericksburg & Northern Ry.). 


January 15—Washington, D. C.—Examiner Brennan: 
24674 (and Subs. 1 to 3, incl.)—J. W. Patterson, doing business as 
J. W. Patterson Commission Co., et al. vs. A. G. S. R. R. et al 
(adjourned hearing). 


January 15—Chicago, Ill.—Examiner Crowley: 
24829—M. Botner et al. vs. St. L. B. & M. Ry. et al. 


24862—-Fruit Importers, Ltd., et al. vs. A. C. L. R. R. et al. 


January 15—New York, N. Y.—Examiner Maidens: 
24863—Florence Pipe Foundry & Machine Co. vs. Pa. R. R. 


January 15—Richmond, Va.—Examiner Wilson: 
24787—-Hopper Paper Co., Inc., vs. A. & R. R. R. et al. 


January 16—Champaign, Ill.—Examiner Glenn: 
19468—J. S. Bash & Sons, Inc., et al. vs. C. I. Ry. et al. 
19826—A. D. Sizer vs. C. M. & St. P. Ry. et al. (further hearing, for 
sole purpose of determining amount of reparation due complainants 
and interveners under the decision herein). 


January 16—Argument at Washington, D. C.: 
23853—Crown Mills vs. S. P. & S. Ry. et al. 
23992—-Michael Comella et al. vs. D. L. & W. R. R. et al. 
24263—Los Angeles Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 


January 18—Chicago, Ill—Examiner Crowley: 
24847—Chicago Live Stock Exchange vs. A. T. & S. F. Ry. et al. 


January 18—Washington, D. C.—Examiner Disque: 
1. & S. 3679—Peanuts to and from southwest. 


January 18—New York, N. Y.—Examiner Maidens: 
24832—Long Island Produce & Fertilizer Co., Inc., vs. A. G. S. R. R. 
et al. 


January 18—Norfolk, Va.—Examiner Wilson: ; 
24791 (and Sub. 1)—Southgate Brokerage Co., Inc., trading as South- 
gate Produce Co. vs. A. C. L. R. R. et al. 


January 18—Argument at Washington, D. C.: 
17000, part 8—Rate structure investigation—cottonseed, its products 
and related articles (and cases grouped therewith). 


January 18—Gainesville, Fla.—Examiner Sullivan: 
Finance No. 8882—S. A. L. Ry. proposed abandonment. 
January 19—Chicago, IIl—Examiner Trezise: j 
23130—Intrastate rates on bituminous coal between points in Illinois. 
January 19—Washington, D. C.—Examiner Boat: 
oy Section Application Nos. 14508, 14509, 14528 of W. S. Cur- 
ett. 
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AS A TRAFFIC PUBLICATION THE 


D 


is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 





AN 
=—— TRAFFIC BULLETIN = 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there ts the personal service from Washington 
recently augmented, performed without charge for 
Daily subscribers. That ought to interest you espe- 
cially. 


A series ef sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, II. 





The Traffic World 





Vol. XLIX, No. 





Fourth Section Application No. 14582 of W. S. 
Ummersen. 
January 19—Galesburg, Ill.—Examiner Glenn: 
24732—Globe Superior Corp. vs. B. & M. R. R. et al. 


January 19—New York, N. Y.—Examiner Maidens: 
24726—-Federated Metals Corp. vs. Pa. R. R. et al. 


January 21—New York—Examiner Maidens: 
23339—V. A. Stewart & Co. et al. vs. A. & R. R. R. et al. 
23196 (Sub. 1)—J. C. Lee vs. S. A. L. Ry. et al. 
January 20—Chicago, Ill.—Examiner Crowley: 
24801—Mayfair Coal Co. et al. vs. C. M. St. P. & P. R. R. et al, 


January 20—New York, N. Y.—Examiner Maidens: 
24867 ‘es Sub. 1 to 4, incl.)—Cannon & Jones et al. vs. Pa. R. R 
et al. 
January 21—Washington, D, C.—Examiner Disque: 
* 1, & S. 3685—Coal from B. & O. R. R. mines to eastern points. 


January 21—New York, N. Y.—Examiner Maidens: 
* 23355—J. Kardonsky vs. Pa. R. R. et al. 


January 21—Somerville, Tenn.—Examiner Sullivan: 
Finance No. 8960—Application Southern Ry. for authority to aban. 
don its Moscow-Somerville Branch. 
January 22—Chicago, Ill.—Examiner Trezise: 
24601—Minnesota-Atlantic Transit Co. and Detroit Trust Co., re. 
ceiver, vs. C. M. St. P. & P. R. R. et al. (further hearing). 


January 22—Chicago, Ill.—Examiners Crowley and Jensen: 
22201—Berkowitz Envelope Co. vs. A. T. & S. F. Ry. et al. (further 
hearing). 
24895—In the matter of rates, ratings and minimum weights of en- 
velopes in carloads. 


January 25—Chicago, Ill—Examiners Faul and Wilbur: 
19610—Switching rates in Chicago switching district. 


January 25—Miami, Fla.—Commissioner Tate and Examiner Hill: 
* a ee and Traffic Board, Miami, Fla., et al. vs. F. E. C. Ry, 
et al. 
January 25—Louisville, Ky.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
18605—Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. (further 
hearing in so far as they concern the lawfulness of rates in past 
and reparation) 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 
22252—-Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 
23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (these 
three cases present similar issues). 


January 25—Argument at Washington, D. C.: 
22752 (and Subs. 1 to 4, incl.)—Armour & Co. et al. vs. A. T. & 
S. F. Ry. et al. and (cases grouped therewith). 


January 26—Argument at Washington, D. C.: 
24099—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
24132—American Popcorn Co. vs. A. T. & S. F. Ry. et al. 
24196—Standard Briquette Fuel Co. vs. A. T. & S. F. Ry. et al. 
24285—-Traffic Bureau, Lynchburg Chamber of Commerce, for N. & 
W. Overall Co., Inc., vs. Sou. Ry. et al. 


January 26—Washington, D. C.—Examiner Armes: 

1. & S. 3636 and 6 supplemental orders—Cotton, woolen and knitting 
factory products between interstate points. 

24139—N. C. Corporation Commission et al. vs. A. & W. Ry. et al. 

24140—N. C. Corporation Commission et al. vs. A. & R. R. R. et al. 

Fourth Section Application No. 14336—Dry goods in south (to be 
heard along with I. & S. 3636, cotton, woolen and knitting factory 
products between interstate points). 

1. & S. 3636 (7th supplemental order)—Cotton, woolen and knitting 
factory products between interstate points. 

24901—-National Assn. of Cotton Mfgrs. vs. B. & M. R. R. et al. 


January 27—Chicago, IlIl—Examiners Mackley and Hall: 

—— Millers’ League et al. vs. A. T. & S. F. Ry. 
et al. 

24676—Minneapolis Traffic Assn. et al. vs. A. A. R. R. et al. 

24725—Omaha Grain Exchange of Omaha, Neb., vs. A. A. R. R. et al. 
(adjourned hearing). 

24799—-Southwestern Millers’ League vs. A. & S. Ry. et al. 

24802—-Duluth Board of Trade et al. vs. A. A. R. R. et al. 

24926—Atchison Chamber of Commerce et al. vs. Alton R. R. et al. 


January 27—Minneapolis, Minn.—Examiner Pyne: 
* 1. & S. 3659—Potato rates in W. T. L. territory. 


Curlett and F. Vay 


* 
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SINGLE COPIES 


of THE TRAFFIC WORLD are on sale at the following places: 


CHICAGO—tThe Palmer House; Hotel Sherman; Traffic 
World, 418 South Market Street. 

ST. LOUIS—Hotel Jefferson. 

WASHINGTON — Traffic Service Corporation, Mills 
to 17th and Pennsylvania; Raleigh Hotel; Willard 

otel. 

NEW YORK—Finch’s News Agency, Woolworth Building; 

SAN FRANCISCO—Palace Hotel. 

LOS ANGELES—Alexandria Hotel. 


THE TRAFFIC WORLD may be read on the following trains: 


Great Northern Railroad—Empire Builder, Oriental Lim- 
ited and Winnipeg Limited. 
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ROUTE YOUR TRAVELERS 
NORTH SHORE | MILWAUKEE 


In preparing itineraries for your executives and commercial travelers you're sure to please them 
by routing via 


C.N. S. & M.R. R. 


Through tickets may be purchased to any point on the North Shore 
Line—baggage checked through—at any Railroad Station in the United 
States or Canada. Numerous Chicago stations (on the Elevated Lines) 
are handy to all other rail and steamship terminals. 


© 


The 275 daily trains on the North Shore Line offer an unexcelled frequency of service between 
Chicago and Milwaukee and intermediate points. 


NORTH aeORE 


Serving the industrial cities of CHICAGO, North Chicago, Waukegan, Zion, Kenosha, 
Racine, MILWAUKEE, and the residential communities of Wilmette, Kenilworth, Indian 
Hill, Winnetka, Hubbard Woods, Glencoe, Ravinia, Highland Park, Highwood, Fort 

Sheridan, Lake Forest, Lake Bluff, Great Lakes, Libertyville, Mundelein. CHICAGO LOOP ® 


CHICAGO NORTH SHORE AND MILWAUKEE RAILROAD 
The Road of Service 














Shippers Who Believe Their Rates Are Improperly Adjusted 


Should first approach the carrier with a carefully considered and comprehensively prepared 
concrete proposition showing how or why the existing rates are disadvantageous or are unrea- 
sonable or unjustly discriminatory. 


Where any of these elements are involved, if the shipper sets forth the facts in a clear and 
convincing manner, he is usually far more successful, saves more time and money, and suffers 
much less chagrin and disappointment than if he merely insists that his rates are out of line, 
demands readjustment, and, failing in that, complains to the Commission. 


Proceedings before the Commission at best are slow and expensive. Many are inclined to put 
up with unfair rates rather than become involved in formal proceedings. Furthermore, this plan 
does not make for better cooperation between carriers and shippers. 


The Traffic Service Corporation will assist your traffic counsel or attorney to make a thorough 
analysis of rate situations and point out maladjustments, setting up the data in a clear and 
comprehensive manner. If the plan suggested above does not prove successful in your case, 
he can then use the analysis and exhibits that have been prepared in presenting the matter to 
the Commission. 


THE TRAFFIC SERVICE CORPORATION 


“At Your Service’’ 


210 Mills Bldg. Washington, D. C. 
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If you could 
be certain that 


no change in rates 
no change in classification 
no change in transit privileges 


no change in service charges 
and regulations 


could possibly take effect without your know- 
ing about it in advance, wouldn't you be glad 
to set aside a few minutes each week to get 
the advance information? 


This is the opportunity offered to you in THE 
TRAFFIC BULLETIN—the companion paper of 
THE TRAFFIC \WWORLD—published through the 
co-operation of the Interstate Commerce Com- 
mission, the American Railway Association, the 
classification committees, and the territorial rate 
committees. It is mailed to shippers and carriers 
every Saturday morning. 


THE TRAFFIC BULLETIN is the completing link 
in the present rate-making machinery. Through 
its columns shippers get advance notice of 
changes in the carriers’ rates and services so 
that they may prepare for those changes or, if 
need be, file their objections or concurrences 
with the proposals. 


There is no guess work in THE TRAFFIC BUL- 
LETIN. You know exactly what you are get- 
ting. You can depend on its accuracy and 
completeness. You can take full advantage of 
the economies that come with up-to-the-minute 
knowledge of changes and developments. 


As a subscriber, you will receive fifty-two 
issues, four of which include the quarterly 
dockets of the Consolidated Classification Com- 
mittee. We invite you to share in the benefits 
of this service. Write for a sample copy and 
further particulars to 


THE TRAFFIC BULLETIN 


418 S. Market St., Chicago 


The Traffic World 
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January 27—Argument at Washington, D. C.: 
23748 (and Sub. 1)—Lake County Oil Mill vs. I. C. R. R. et al. 
23854—-Cities Service Oil Co. et al. vs. C. & N. W. Ry. et al. 
24239 (and Subs. 1 to 4, incl.)—Auto Gas & Supply Co. et al. vs, 


A. T, & S. F. Ry. et al. 
24269—Butler Consolidated Coal Co. vs. B. & O. R. R. 


January 28—Argument at Washington, D. C.: 
23671—-Consolidated Cottonseed Operating Co. et al. vs. A. & M. Ry, 
and Bridge Term. Co. et al. 
24254—City of Newark, N. J., et al. vs. Pa. : R. 
24353—-American Cigar Box Lumber Co. vs. N. & W. Ry. et al. 


January 29—Argument at Washington, D. C.: 
23818—State Corporation Commission of Virginia vs. Pa. R. R. et al, 
a. —_ 1)—Burning Oil Distributors’ Assn. et al. vs. A. & 
. Ry. et al. 
24355—Alpena Leather Corporation vs. Pa. R. R. et al. 
January 30—Winter Haven, Fla.—Commissioner Tate and Examiner 


ill: 
* 24696—Wm. G. Roe & Co., Inc., vs. A. C. L. R. R. et al. 
February 1—Washington, D. C.—Examiner Wilbur: 
24782—Southern Kraft Corp. et al. vs. A. C. & Y. Ry. et al. 


rr 1—Washington, D. C.—Examiner Fuller: 
& S. 3621 and five supplemental orders—Canned goods from 
* pacific Coast to eastern destinations. 


February 1—Tulsa, Okla.—Examiner Peyser: 

17561—American Refining Co., Inc., et + vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

18605—Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. (further 
hearing in so far as they concern the lawfulness of rates in past 
and reparation). 

20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 

22252—Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 

23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (these 
three cases present similar issues). 


reer 2—Greensboro, N. C.—Commissioner Tate and Examiner 


* 24078—Carolina Cotton & Woolen Mills Co. et al. vs. Southern Ry. 
et al. (further hearing, on question of reparation only). 


February 4—Argument at Washington, D. C.: 
24092—-In the matter of proposed changes in rates and regulations 
affecting fourth class mail matter. 


February 5—Dallas, Tex.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et * 
A. & V. Ry. et al. 


18061 (and Sub. 1)—Transcontinental Oil Co. vs. 
18413—-Indian Refining Co. vs. A. & V. Ry. et al. 

18451—Muscle Shoals Oil Co. et al. = A. a & S. F. Ry. et al. 
18605—Caldwell & Taylor Co. et al. _A 2 & S. T. By. ot ai 
18653—Empire Refineries, Inc., vs. AT S. F. Ry. et al. (further 


N A PINCH, a traffic man can do 
without a lot of things; but he 
can’t get along without 


ACCURATE MAPS 


Those listed below are up-to-date and absolutely 
accurate. They cost only one dollar each. Average 
size, 40 by 42 inches. You ought to have them all. 


Classification Map of the United States 

C. F. A. Junction and Terminal Point Map 

C. F. A. Eastbound Percentage Group Map 

C. F. A. Westhound Percentage Group Map 

East and Middle-West Group Map for Transcontinental 
Destination Traffic 

Trunk Line Southbound Rate Group Map 

Eastbound Trunk Line and New England Group Map 

Westbound Trunk Line and New England Group Map 

Lowrey’s Chicago Switching District Map 

Ex Parte No. 74 Rate Increase Map 


Merchandise Department 


The Traffic Service Corporation 
‘‘Dependable Forms’”’ 
418 S. Market Street, Chicago, IIl. 
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‘ATTORNEYS at LAW 


HARRY C. AMES _| Practicing 


ATTORNEY AT LAW 
Successor to Keene & Ames Before 
the 


Formerly Attorney and Examiner 

Interstate Commerce Commission 
Interstate 
Commerce 


Transportation Bldg., Washington, D. C. 
Commis- 


H. D. DRISCOLL 
sion 


Commerce Counsel 
as 


= 
















and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office: 
709-10 Cotton-Grain Exchange Building 


THOMAS L. PHILIPS 
ATTORNEY AT LAW 


Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- 
sions, rates, price fixing and valuation. 


PRACTICE IN ALL COURTS 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


PAYSOFF TINKOFF 


a, AT LAW 


CERTIFIED PUBLIC "ACCOUNTANT (ILL.) 
a 


INTERSTATE COMMERCE CLAIMS 


FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 
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"Souther Steamship Pees 


i (Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 

i 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 





Distribution 






Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 
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CALMAR LINE 


INTERCOASTAL SERVICE 
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(Subject to change without notice) 


A Happy New Vear 
Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 
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MOORE & BeCORMACK oe. Gen. Agts. SWAYNE & HOYT, LTD., Agents 
Baltimore, iM Md., 


Los Angeles, Cal., 631 Central Bidg. 


seone. i4o 8. Sipearborn’ St. Oakland, Cal., ist and Market Sts. 
rong a Yo 8 prductrig) BK. Bids. Portland, Ore., 911 Bd. of Trade Bldg. 
Philadelphi Bourse Bldg. San Franelsco, Cal., Matson Bidg. 
Pittsburgh, ta bliver Bldg. Seattle, Wash., 1519 Railroad Ave., South 

Regular Piers 
Atlantic Coast Pacific Coast 
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oaine owe aon a6. &. ae, Sa re.— He. i" Ooeanle Terminal 
Philadelphla—Pier 27-N, Reading Co. Seattle Ationtle Dock Terminal 


[REPAULINS 
| 






Protect merchandise in 
transit with “Shuredry” or 
“Fultex” waterproofed tar- 
paulins. They offer the kind 
of service you like to re- 
ceive. 

Write our nearest plant for 
samples and prices on tar- 
paulins, rell duck, wiping 
cloths, laundry bags, ice 
erushing bags, meat cloths, 
etc. 
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TRAFFIC MANAGERS 


BISHOP & BAHLER Traffic 


Incorporated September 16, 1914 


C MANAGERS and 


TRAFFI 
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mmerce an mmission ie 

E. W. HO GSWORTH . Commerce 


1930 Broadway 
Oakland, Calif. 


Fravevensavecsanveesgesseneecsenecevsaronorsevanennnsecsnseesnenoossseassceseneeesssascovegens: 


Commerce Attorney 


rey inh Stet, Seed Gace: sto Pine st. | Specialists 
San Fran Cali 


cisco, 


HENRY J. SAUNDERS 





Valuation CONSULTING ENGINEER 
Experts 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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Rates and Routing Allin One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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RICHMOND, VA. 


Storers, Distributors and Forwarders § 
of General Merchandise | 





175,000 Square Feet Floor Space 
Sprinkled Buildings 
. Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 








Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 
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FREIGHT, EXPRESS, PARCEL POST 
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hearing in so far as they concern the lawfulness of rates in pag 
and reparation). 

20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 

22252—-Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 

23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (thege 
three cases present similar issues). 


February 8—San Francisco, Calif.—Examiner Rogers: 
20769—In recharges for protective service to perishable freight. 


February 8—Chicago, Ill.—Examiners Stiles and Parker: 
23604—St. Louis Independent Packing Co. vs. A. T. & S. F. Ry, 


et al. 

23735 (and Sub. 1)—T. M. Sinclair & Co., Ltd., et al. vs. A. T, g 
S. F. Ry. et al. 

23868 (and Sub, 1 to 8, incl.)—Swift & Co. et al. vs. A. T. & SF 
Ry, et al. 


February 10—Chicago, Ill.—Commissioner Eastman and Examiner 
Mullen and Cooper: 
17000—Part 12—Rate structure investigation, non-ferrous 
(and cases grouped therewith), further hearing. 
February 11—New Orleans, La.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al, 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al, 
18413—-Indian Refining Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al, 
18605—Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. (further 
hearing in so far as they concern the lawfulness of rates in past 
and reparation). 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 
22252—-Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 
23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (these 
three cases present similar issues). 
February 15—Washington, D. C.—Examiners J. P. and L. P. Kelley: 
* Finance No. 4063—Excess income of Ark. & La. Mo. Ry. 
* Finance No. 3820—Excess income of Themansfield Ry. & Transp. Co, 
* Finance No. 8388—Excess income of Nacogdoches & §. E. R. R. 


February 15—Denver, Colo.—Examiners Stiles and Parker: 
23604—St. Louis Independent Packing Co. vs. A. T. & S. F, Ry. 
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Storage and Distributing of Merchandise of Every Description et al. 
‘anim 5 23735 (and Sub. y—T. M. Sinclair & Co., Ltd., et al. vs. A. T. & XL 
OOOO SONNE RD SELOSEET ODL LOOELAOOEEL LODGE LROOEOGDESLEN IN DEDEDODEEDOOLGLOGO DONT IELOELTONGAEOCEEC DECC EAUC ERC DELORECOOUOOEROEEOSEUOELORCEREDUOROOTOOOENIONUOEOOEECORUCTCOUECOLEUOREOTEUDEROG ERO ORECEUO BECKS We . a. a . 
Z 23868 (and Sub. i to 8, incl.)—Swift & Co. et al. vs. A. T. & SF 
E Ry. et al. 
CHICAGO MOTOR EXPRESS TERMINAL | February 17—Washington, D. C.—Commissioner Eastman and Ex- 
= aminer Hosmer: 
2 z 1. & S. 3660—Rates on Bristol and Norton Lines of N. & W. Ry. 
H : H 7865—Chamber of Commerce of Johnson City, Tenn., vs. Sou. Ry, 
i The service of this Terminal offers direct store-door ' ‘ a al. ee ae ET 
: F oy . H ruar — » N. C.— : 
delivery from Chicago to 850 cities and towns in : 21665 Yand Sub. 1)—N. C. Corporation Commission vs. A. C. & Y. 
i middle west. Also through service to and from r - - S (further ening). mer lees 
rae _ x 2 ashin " " -— E> : 
i other cities outside Chicago. i 1 & 8. 3674—Unmanufactured tobacco in south. 
Fast, dependable distribution of pool cars con- i COST OF RAILROAD FUEL 
| signed through the Terminal from distant points. ; Cost of railroad fuel (coal and fuel oil) consumed by Class . 
E ; Sour : : I railroads in road train and yard switching service for the 
H ag pacman ae” 9p protects all shipments = ten months ended with October, 1931, was $182,614,155, as com- 
rom time of acceptance until delivery to consignee. ? pared with $230,194,559 for the corresponding period of 1931, 
H Offi dT inal = according to statistics compiled from carrier reports by the 
H ce an ermina ; Bureau of Statistics of the Commission. Switching and 
‘ = terminal companies are not included in the statistics. 
| 2963 South Lumber St. Chicago : For October the cost was $17,646,070, as compared with 
ae ae a en ROT $ 2 3 ? 7 5 1 ’ 8 2 8 for O ctober, 1 9 30 4 
— Chicago Candy Stored All Year [linois 
y 
2 fe) 
: ©, 
: S O O Me, ‘¢. 
i a l 
3 % 5O 
i G % 
E Se S Sting 
= eA MRR NEN ny NON REEDED SA SBA 
| WAREHOUSES Sey 
LOOP LOCATION 519 W. Roosevelt Road FIRE PROOF 
2 Seven city blocks of ground floor with office and warehouse space in individual units. Your Chicago branch 
i can be properly housed with us. No cartage charges for deliveries to carriers on reshipments—Iunnel 
i station in our warehouse. Trackage Complete Service 
aa eee i jenepesasisaocsagz it 
THRU RATES a. eo } From—Stamford, South Norwalk, Bridgeport, 
@dsneen Semon trr Boar Lines Wiesmann SOamersow New London and Norwich, Conn. 
AND hermes F mong St Cenrnne Ye nce To—C. F. A., W. T. L., Inter-Mountain, 
a Pa PSermova ConNnECTICUT _S Srenims Carelinas, South and Southwest 
DIRECT wee, &% hong tte” ene Via—CLYDE, OLD DOMINION, SAVANNAH, 
Pi i \ MALLORY and MORGAN S. S. LINES 


WATER THAMES RIVER LINE, INC. 


Groron 
ROUTE Le scency Pier 31 E. R. NEW YORK CITY 
< yy | ERNEST E. FUCHS, Vice-Pres. 
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